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Editorial 





In February next the Cement Show in Chicago 
will be an exhibition of the progress made in the 
manufacture and use of this product. With the 
disappearance of our forests and the finding of a 
substitute for lumber, the cement industry has come 
to the front with phenomenal speed. In the way of 
economy and sanitation all the public are interested 
in these displays. 


Electric railways, though of recent influence 
in any large way, are at the front already as solicit- 
ors for business in advertising form. Roads in In- 
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diana and Ohio forming the Central Electric Rail- 
way Association are very much abreast of the times 
in this respect, and they are trying to let the public 
know all about their passenger and freight facilities, 
routes, connections, schedules of charges, and all 
the particulars of their service. The result is a great 
increase in business and more value to the investor 
in their securities. 


E. W. McCullough, secretary and general man- 
ager of the National Implement and Vehicle Asso- 
ciation, is the executive head in the working branch 
of an association that on January I, 1911, succeeded 
other existing organizations as they related to the 
lines of manufacturing mentioned. The new organ- 
ization represents, it is stated, all of the more re- 
sponsible and best equipped concerns in the busi- 
ness. The reasons for consolidating the interests 
are that the co-operative work can be enlarged, and 
cover all phases of the members’ requirements. All 
forms of legislation having to do with incorporation 
laws, taxation, license to do business, transportation 
matters too large for individual treatment, the ques- 
tion of credits, material and labor, and all matters 
of import will be given attention. The offices are 
at 1100 American Trust Building, Chicago. 


THE NEW IDEA. 


There have in a few years past grown up new 
ideas relating to subscriptions for papers and pe- 
riodicals. The larger concerns in business have be- 
gun to make liberal subscription lists for papers 
and publications relating to consideration of their 
business, and also consideration of general economic 
questions of interest to employes, and are having 
these sent at their expense to those in their service. 
This is money well spent and is keeping abreast the 
trend of modern thought. - 

Intelligent comment and criticism is educa- 
tional and free from personal animosity or sensa- 

toward a better under- 
standing in every iine of occupation. Manufactur- 
ers and bankers in certain sections of the country 
are following the idea out and are proving its value 
in the way of general business information among 
their employes. 

We are of the opinion that publishers who are 
watching this development are very likely to exer- 
cise care in the staff they engage, so that what their 
writers say may be based on experience and com- 
mon sense. These two elements are a guarantee of 
conservative and rational statements, and are each 
day lending more to the dignity and simplicity of 
discussion. 

















MR. PERKINS AND BUSINESS. 


“The Churchman,” in a recent issue, gives in- 
telligent consideration to the address of George W. 


Perkins before the Quill Club. In this speech Mr. 
Perkins is said to have “effectively attacked the in- 
dividualistic theories and practices of capitalism.” 

Everyone will at the start concede the pre- 
eminent ability of the speaker, and no conservative 
student of commercial affairs will take issue with 
him as to the necessity for corporate forms of busi- 
ness and the benefits and economies resulting from 
proper and law-abiding conduct of them. The com- 
ments state: “Ethical obligations that were passed 
over when business was done on a small scale are 
magnified to enormous proportions and their im- 
portance is revealed when the business of one cor- 
poration is measured by hundreds of millions where 
formerly its standards were hundreds of thousands 
or, at the most, a few million.” This is all quite 
true, and if it means that corporate life has decided 
that the most cleanly methods only will be permit- 
ted, then a new era that all welcome is upon us, 
and Mr. Perkins ought to be acclaimed and heartily 
encouraged in the propaganda. 

Again we read this: “People are beginning to 
realize that autocracy anywhere and everywhere 
leads in the end only to revolution and social chaos.” 
This is one of the most sober truths to which we 
have striven to give force. We have felt that when 
socialism arrives, if it ever gets a substantial foot- 
hold, it will eventuate from the autocracy of aggre- 
gated wealth, following a combination of a few indi- 
viduals of eminent personal success, thus emphasiz- 
ing and making more noxious and undemocratic the 
contact with and treatment of the people. 

We entirely agree with Mr. Perkins that a re- 
turn to individualism in business is neither practical 
nor desirable, but we believe that it is both neces- 
sary and desirable that the individual in corporate 
life seeks to evade no responsibility of a personal 
sort because he is part of a corporation, and that 
he ought to hold himself duly obligated in so far as 
his influence goes for the correct conduct of his 
company’s business. This line of regard for the 
obligations of corporate connections will have much 
to do with proper and fair distribution of the re- 
turns from industry, will mean many less attempts 
to evade proper laws, and will in the most practical 
way allay animosity to forms of business we believe 
of great value. The antagonism to them is the re- 
sult of an autocracy that finacial accumulation may 

for some time hold together, but the idea is wrong 
and will not stand a fair analysis. 

It seems to us, if we understand Mr. Perkins’ 

position, that his greatest claim to public regard is 
now being disclosed. 
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COMMERCE IN THE BROAD SENSE. 


The very considerable space we are giving to 
subjects relating to commerce, but outside of what 
might be termed strictly “traffic,” perhaps deserves 
a few words of explanation. Traffic, meaning trans- 
portation, is an incident to commerce. Without 
commerce there Can be no traffic, just as there can 
be no commerce without traffic. The constitutents 
of commerce are thus so interwoven that what af- 
fects one must indirectly affect the others to a 
ereater or less degree. The importance of com- 
merce is being recognized by the national govern- 
ment as never before, and this applies to production, 
transportation and sale and incidentally to some 
extent even to the procuring of orders involving the 
other three elements. Thus the state department 
points with pride to its success in aiding our ship 
builders and railroad material men in securing large 
foreign contracts. When it is considered that al- 
most the authority of Congress to deal with trans- 
portation, traffic or commerce is derived from one 
clause in the Constitution, and through that it is 
operating on production, keeps its finger on the 
pulse of production as well, and operating under 
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that authority it directly affects production and con- [7 


sumption, exercises a certain power approaching po- | 


lice power, regulates interstate commerce in foods 
and drugs, supervises our rates, proposes to super- 
vise the issuing of stocks and bonds, with inevitable 
control over the construction of new roads and great 
improvements of existing lines; that it has estab 
lished an Interstate Commerce Commission and a 


Department of Commerce and has sent special 


agents to all parts of the world to extend our for- @ 
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eign commerce; that it has just established a fed- 9 
eral commerce court; that anti-trust legislation is 7 
all based on the same clause, and that the Depart- § 
ment of Justice is almost wholly given up to the § 
prosecution of cases under acts relating to interstate | 
commerce, while the Supreme Court is filled with J 
such cases and of the highest importance, the ques- § 


tion is vital. 


At the present time there is scarcely anything 4 


of much importance before the court, departments 
or Congress that does not directly bear on the sub- 
ject of interstate commerce and thus indirectly but 
effectively on transportation, affecting the interests 
of the railroads and the shippers. The above facts 
sustain the conclusion that the importance of the 
subject is growing with amazing rapidity and will 
continue to grow for years to come, and that every 
intelligent business man interested in any branch 
of commerce cannot afford to be uninformed on 
what the government is doing. 


It may also be noticed that, generally speaking, 
more attention is being paid to what the govern- 
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ment is doing and its representatives are saying in 
matters before the public affecting commerce than 


is paid té individuals, no matter how important as 
individuals they may be. This is because from what 
ihe government says or does in one case an infer- 
ence may be drawn as to what it will do or say in 
another similar case; thus the interests of the com- 
munity as a whole are affected, while the importance 
of any individual or corporation is necessarily much 
more limited. 

A case in point is that of the so-called bath tub 
trust: Some space has been devoted to that, al- 
though not directly affecting the general welfare, 
but it is of interest to the members of the alleged 
electrical combine, for if the basic principles of the 
two are analogous, as charged, the prosecution of 
the former and the intent and action of the govern- 
ment has a direct interest to the latter, and also to 
any other combination of manufacturers where the 
same points are involved. Similarly the investiga- 
tion by the Department of Commerce and Labor of 
the so-called lumber trust may lead to action by 
the Department of Justice which would have an im- 
mense and far-reaching influence on traffic and 
transportation. 

It is by no means our purpose to exploit the 
government’s side of any case at the expense of 
the opposing party, and it should be borne in mind 
that in abstracting briefs, reports, speeches or docu- 
ments, we are endeavoring merely to present the 
views of the parties quoted in a condensed but com- 
prehensive and intelligent manner, untouched by 
personal prejudice or any other extraneous influ- 
ence. In our own observations we undertake to give 
an entirely dispassionate view of a situation, based 
on intelligent observation of cause and effect and 
years of familiarity with conditions, political and 
otherwise. 

In this connection, in conclusion, we might add 
that, while striving within circumscribed limits to 
keep our information up to date, and in advance 
where possible, we shall not hesitate at any time 
to sacrifice speed to accuracy. 


AUTHORIZES STOCK ISSUE AT PAR. 


Albany, N. Y., January 6.—The Public Service Com- 
mission, Second District, has authorized the Fitchburgh 
Railroad Company to issue $400,000 of its preferred stock 
and to sell the same at public auction at not less than 
par and for cash. The company expects to realize at 
the rate of $120 per share. Proceeds are to be used 
for the discharge of certain securities of the Conway 
Street Railway Company (of Massachusetts), purchased 
for the Fitchburgh Railroad, and for permanent addi- 
tions and improvements upon the lines of the Fitchburgh 


company, made by the Boston & Maine, amounting to 
$504,262.76. 
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govern- 
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ARE THEY PUBLIC ENEMIES? 





Washington, D. C., January 6.— 
That railways ought to have ac- 
cepted regulation in a more agree- 
able manner when it was attempted, 
that they were loath to give up 
forms of absolutism in vogue in 
some quarters for a long time, that 
there were favorites to whom they 
gave privileges, and that other evils 
were frequent in the operation and 
practices of transportation, 
things of general knowledge and so admitted. A good 
deal can be said in explanation of and apology for 
these conditions, but we are not writing for that pur- 
pose. We wish to place before our readers the fact, 
in our eyes indisputable, that in connection with our 
first admissions we are still the great nation that we 
are, because of these factors in pioneering, and despite 
the evils of initiation. 





are 


The greatness of our country comes not from our 
coast development, but from our interior progress and 
the products of our forests, our mines and our fertile 
lands. We find this interior production underlying our 
greatest material welfare, and, while most happily as- 
sisted and encouraged by water routes (principally 
lake), yet, after all, the great distributors of our arti- 
cles of exchange in our inland empire have been and 
are rail lines. The makers of steel, the manufacturer 
of every form of implement or machinery for the farm, 
the mine, or the factory, and the growers of grains and 
stock, have all had their halcyon times, their golden 
days, in the period of greatest rail expansion. The 
buyers of a large volume of the products of the mines, 
the forests and factories have paid the operators their 
prices and have sought no laws to regulate the issues 
of their securities. The great volume of consumers 
directly engaged in railway service, and several million 
employes whose wage schedules are assured by railway 
patronage of their employers, furnish a market of no 
mean proportions. 

Many beautiful buildings in the large cities, taking 
form in response to the urgent requests of civic pride, 
are of railway construction and extravagantly beyond 
their requirements. These enhance the value of all 
city property and invite the investor and permanent 
settler. To rails of steel across the prairies of Kansas 
and Nebraska, across Colorado and New Mexico, and 
on to the Golden Gate, is due more largely than to 
any other cause the money value of all private prop- 
erty within this territory. 

Can we therefore refuse the conclusion that in 
no sense are the railroads public enemies? If they are 
not, then how far may we go in considering past 
errors? Can we not, outside the quasi public nature 
of transportation, see some private conditions analogous 
to those in merchandising and in trade? Why, in the 
very proper regulation of rates and, possibly, securities, 
proceed to the position of saying what the investments 
of transportation are worth and what per cent of returns 
there shall be? 

Can any other business stand it, and is there not 
a wail of opposition against the even moderate control 
of private corporations? When our tariff is being con- 
















sidered, are the beneficiaries of protection at any time 
willing to favor a reduction? We have not thought so. 
Railways, because of the tariff, pay higher prices for 


iron articles, ties and machinery, but we have not” 


known of their favoring legislation one way or the other 
about it. 

They cannot, therefore, be enemies of the public 
at present in an active campaign opposing any form 
of national production, and at the worst their mistakes 
must be those of poor judgment in naming: rates, and 
lack of political acumen in reading the signs of the 
times. Possibly they are suffering more from these 
errors than those whom they serve, and perhaps their 
credit is more impaired and uncertain. Prosperity with 
them is not so noticeable, and they are finding it harder 
to live when prices of living for all lines of occupation 
are higher, and at the same time employes and the 
public are asking more from them. 

Are we not singling out a class of American busi- 
ness for such specific laws as to permit the theory of 
dealing with a dangerous and insidious enemy, and 
may we not be placing in peril the whole commercial 
fabric? a. BB. 


Official Classification Changes 





According to a check made by A. E. Beck, traffic 
manager of the Merchants’ & Manufacturers’ Association 
of Baltimore, Official Classification No. 37, which went 
into effect the first of the year, shows the following 
changes: 

Advances: Cans, n. o. s.; cans, leatheroid; cement, 
fruit can or jar; earth, infusorial; grain, viz., shelled 
corn, oats, rye, n.o .s., and wheat, n. o. s.; horn tips 
or ends; iron and steel, viz., range boilers, soda water 
cylinders or drums, cylinders or tubes, n. o. s., and 
draft gear or draft rigging; petroleum, coke or carbon; 
plants, n. o. S.; pumps, measuring, n. oO. s., iron or 
steel; seeds, viz., flax, n. o. s., garden; signs, n. oO. S8.; 
sugar clarifier, n. 0. s.; tanks, viz., cabinet oil and oil, 
n. o. s.; tow and wall hangings, cotton. 

Reductions: Asphaltum, n. o. s.; battery, dry cells; 
builders’ board, scrap; boxboard, scrap; cement, asphalt; 
cement, roofing; crates, berry or fruit; crystals, scrap; 
engines and saws, combined; fish, dried salted, in glass; 
furniture, viz., desks (in the white), racks (sales, bread, 
cheese, meat, milk, preserve and kitchen), wardrobes, 
n. 0. S.; gas, viz., hydrogen and oxygen; iron and steel, 
viz., ice molds; meal, foengreek seed; nickel, pitch; 
potash, caustic; roots, n. o. s.; silver, German, scrap; 
solder, common, wire; stoves, fireless cooking; straw- 
board, scrap or waste; tar, coal and gas; traps, mouse 
or rat; vehicles, ambulances, etc.; vehicle parts; auto- 
mobile engine hoods, and scrap, woodpulp board. 





DATE SHOULD HAVE BEEN MARCH 1. 


Through a typographical error, the article appear- 
ing on page 979 of the issue of THe TRAFFIC WoRLD 
for December 31, 1910, under the caption, “Suspends 
Switching Orders,” stated that the Interstate Commerce 
Commission had suspended until July 1, 1911, the effect- 
ive date of its orders in the Los Angeles and San 
Francisco switching cases. It should have been stated 
that the suspension was until March 1, 1911. 
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DIGEST OF WASHINGTON NEWS 


Important Happenings of the Capital City Condensed 
for Reference for the Business Man 








The purpose of this department is to give in brief form 
not only items of interest concerning the Interstate Commerce 
Commission, but also a summary of the more important news 
of the White House, Congress and various governmental bu- 
reaus. 


INTERSTATE COMMERCE COMMISSION. 


The United States government on Thursday filed a 
complaint with the Interstate Commerce Commission 
against the Southern Pacific Railroad, asking for a re- 
fund of $3,286 for what the government claims was an 
overcharge on the shipment of 281 horses and mules 
from Arizona and New Mexico. 

In deciding the case of thirty-two corporations own- 
ing and operating plants for the manufacture of cotton- 
seed products in Oklahoma against the Atchison, Topeka 
& Santa Fe and other railroads, the Interstate Commerce 
Commission, referring to the question of awarding repa 
ration of damages, the Commission says: 

An award of the Commission in reparation of dam- 
ages resulting from a violation of the act to regulate 
commerce is not enforceable as such, but in a suit in 
court for such damages the findings and order of th: 
Commission are prima facie evidence in support thereof. 
It follows that the Commission is not justified in award- 
ing damages in any case except on a basis as certain 
and definite in law and in fact as is essential to the sup 
port of a final judgment or decree requiring the payment 
of a definite sum of money by one party to another. 

The standard of the law by which the validity o! 
any rate as affected by its amount is determined, is not 
more definite than that it must be reasonable and just. 
The test of reasonableness can be applied only by ref- 
erence to and upon consideration of all pertinent facts 
circumstances, and conditions affecting the rate in effect 
at any particular time. In the nature of the case thers 
can be no rule or process whereby the definite absolut 
maximum limit of reasonableness in the amount of a 
rate can be fixed with the certainty of a demonstration. 

The Commission held that some of the rates com- 
plained of were unreasonable, but also held that the car- 
riers might change their grouping. The defendant roads 
are allowed ninety days from December 12, 1910, within 
which to present to the Commission a scheme of rate 
adjustment in conformity with the suggestions of tl 
Commission, and the case will be held for that period | 
fore making a final order. 

The Interstate Commerce Commission has suspend 
until May 1, 1911, item 9-c of the supplement No. 19 
to I. C. C. No. 5817, filed by the St. Louis & San 
Francisco company, that was to be effective Janua 
10, 1911. 

The Commission has also suspended item No. 314 
and item No. 37 to Missouri, Kansas & Texas railways 
supplement No. 1 to I. C. C. No. 3475, until May 1, 1911 

The two new interstate commerce commissioners 
C. C. McChord of Kentucky and B. H. Meyer of Wis 
consin—were sworn in on Monday. The Commission 
will hold a special session later in the week to select 


a chairman, succeeding Judge Knapp of the Commerce 
Present indications point to Commissioner Lane 


Court. 
or Clements as the selection. 


January 
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The Interstate Commerce Commission has set aside 
its order of suspension of individual and joint rates on 
live stock between the Missouri and Mississippi rivers 
filed by the Chicago, Milwaukee & St. Paul Railroad, Sup- 
plement 5 to I. C. C. No. 2050B. 

The Interstate Commerce Commission has issued 
several suspension orders. Schedules canceling through 
rates with certain tap line connections filed by Kansas 
City & Southern Railway, Supplement No. 1 to I. C. C. 
No, 2873, suspended to April 15, 1911. 

Allowances by the Chicago, Rock Island & Pacific of 
independent and joint rates, Supplement 75 to I. C. C. 
No. C7604, suspended to May 1, 1911. 

Through rates with tap line connections filed by 
Morgan’s Louisiana & Texas Railroad and Steamship 
lines; Supplement 4 to I. C. C. No. 2573B and Supplement 
6 to I. C. C. No. 2539B, suspended until April 15, 1911. 

Vicksburg, Shreveport & Pacific I. C. C. No. 2679, 
joint rates and charges on lumber, suspended to July 5, 
1911. 

To April 15, 1911, schedules canceling through rates 
with certain tap line connections, as follows: The Chi- 
cago & Alton, Supplement 5 to Clover Leaf-Alton I. C. C. 
224. Chicago & Eastern Illinois, Supplements 9 and 10 
to I. C. C. 2472: Illinois Central Supplement 5 to I. C. C. 
E-1029; International & Great Northern, Suppleemnt 
9 to I. C. C. 517, Supplement 3 to I. C. C. 560, Supplement 
29 to I. C. C. 565. The Kansas City Southern, Supple- 
ment 26 to I. C. C. 1945, Supplement 7 to I. C. C. 2593, 


Supplement 2 to I. C. C. 2604, Supplements 3 and 4 
to I. C. C. 2745, I. C. C. 2825, 2826, 2827, 2832. The 
Missouri Pacific Supplement 1 to I. C. C. A1091, 


cOr 


Supplement 2 to I. C. C. A1527, Supplement 1 to I. C. C. 
A1535, Supplement 1 to I. C. C. A1572, I. C. C. A1616 
and 1617, Supplement 2 to I. C. C. 7703, Supplement 33 to 
I. C. C. 7910, Supplement 29 to I. C. C. 8056, Supplement 
34 to I. C. C. 8374, Supplement 52 to I. C. C. 9424 and 
Supplement 31 to I. C. C. 10026. Morgan’s Louisiana 
& Texas Railroad & Steamship Company, Supplement 9 
to I. C. C. 2454B.- St. Louis & San Francisco, Supple- 
ment 71 to I. C. C. 5120, Supplement 1 to I. C. C. 5865, 
Supplements 5 and 6 to I. C. C. 6073, I. C. C. 6127,’ 
Supplement 1 to I. C. C. 6128. St. Louis Southwestern, 
Supplement 15 to I. C..C. 2635, Supplement 6 to I. C. C. 
2759, Supplement 13 to I. C. C. 2831, Supplement 2 to 
I. C. C. 2959, Supplement 2 to I. C. C. 2992, Supplement 
1 to I. Cc. C. 3003, I. C. C. 3034. Texas & New Orleans, 
Supplements 3 and 5 to I C. C. 23. 

Until a hearing can be had and the matter inves- 
tigated the Interstate Commerce Commission has _ sus- 
pended, until April 15, 1911, the cancelation schedules 
on through rates with certain tap-line connections filed 
to become effective January 5, 1911, as follows: In- 
ternational & Great Northern, I. C. C. No. 58; Kansas 
City & Southern, Supplement 4 to I. C. C. No. 
Supplement 1 to I. C. C. No. 871, Supplement 1 to 2872, 


2833, 


Supplement 1 to 2874; Missouri Pacific Supplement 1 
to I. C. C. No. A1659; St. Louis & Southern, Supple- 
ment 4 to I. C. C. 6194, Supplement 4 to 6224; St. 


Louis & Southwestern, Supplement 3 to 2951, Supple- 
ment 8 to 2952, Supplements 5 and 6 to 2953, Supple- 
ment 3 to 2962, I. C. C. 3028, I. C. C. 3032, Supplement 
1 to 3057; Texas & Pacific I. C. C. 1948. 

At the request of the Merchants’ Association of New 
York and kindred commercial associations throughout the 
country, the Interstate Commerce Commission will in- 
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vestigate the express business and charges. Hearings 
will be had at a future date. In the meantime the Mer- 
chants’ Association of New York will gather data and in- 
formation to be submitted to the Commission. 


SUPREME COURT. 


The court reconvened Tuesday, 
White presiding. 
were sworn in. 

In an opinion by Justice Lurton the court upheld 
the constitutionality of the Carmack amendment to 
the interstate commerce act, under which the initial 
carrier is responsible for losses on shipments, whether 
such losses occur on their lines or connecting lines. 
The case was that of the Atlantic Coast Line Railway 
vs. the Riverside Mills, coming from Georgia. The 
Riverside Mills recovered in the lower courts for a 
loss which occurred on goods shipped via the Atlantic 
Coast Line after the shipment had passed to a con- 
necting line. The railroad appealed on the ground of 
unconstitutionality, and lost. Justice Lurton announced 
the opinion of the court in this case would also hold 
in the case of the Louisville & Nashville Railroad vs. 
Scott, on appeal from Kentucky, the 
similar. 


with 
Justices Van Devanter 


Chief Justice 
and Rucker 


two cases being 


Justice Holmes announced the decision of the court 
upholding the constitutionality of the laws governing 
the guaranteeing of bank-deposits, in what are known 
as the Nebraska, Oklahoma and Kansas cases. 

The Alabama 
tional in an 


peonage law was held unconstitu- 
opinion by Justice Hughes. In this case 
it was held that contracts to pay debts in labor could 


not be enforced by the application of force, as the 
failure to pay debts was not a crime punishable by 
enforced labor. Justices Holmes and Lurton dissented 
on the ground that men should be required to keep 


their promises, and, having contracted to pay for some- 
thing in labor, if not required to fulfill their contracts, 


it might lead to the obtaining of money under false 
pretences. 

In an opinion by Justice Hughes the court held 
that the government can recover the 


amount of the 


taxes revenue act 


the stamps 


stamp imposed by the war 
were not affixed to a 
as required by that statute. 

In the brief of the government in the United States, 
appellant, vs. the Lehigh Valley Railroad Company, pre- 
pared by Atiorney-General Wickersham, Wade H. Ellis 
and E. P, Grosvenor, assistants, the government appeals 
from the Circuit Court for the Eastern District of Pennsyl- 
vania, which denied the government leave to file an 
amended bill of complaint, denied its motion to dismiss 
the bill without prejudice and, on motion of counsel for 
the defendant, dismissed the bill of complaint. 
is on argument before the Supreme Court. A number 
of errors are assigned. The case is a relict of the com- 
modities clause cases which were before the 
Court on appeal in 1909. In conformity with the decision 
of the Supreme Court, mandates were filed and _ in- 
junctions were issued by the Circuit Court against the 
D., L. & W. and the Delaware & Hudson Company, but 
the other cases were dismissed. These included the 
cases against the Erie, C. R. R. of N. J. and the Pennsyl- 
vania R. R. cases, and all will be ,jheard together. 
reach the Supreme Court since that time, but is coupled 
with appeals in the Erie, C. R. R. of N. J. and Pennsyl- 
vania R. R. cases. All will be heard together. 


when 
deed of conveyance 


The case 


Supreme 





























The government sets out that at the time of the 
first suits it believed that under the commodities clause 
all that was necessary was to show the stock interest 
of a railroad in a coal corporation to bring it under 
the operation of that clause. The Supreme Court took 
a different view. It, therefore, sought to amend its bill 
of complaint by supplying in the record certain allega- 
tions of fact to show that the Lehigh Valley Coal Com- 
pany is but a department of the railroad, which per- 
mission the Circuit Court refused. These facts, if proven, 
it is contended, would establish a substantial identity 
of the coal company and the carrier. In the original 
bill the relations between the railroad and various com- 
panies in which it owned a minority, a majority, or all of 
the stock, were treated along parallel lines. In the amended 
bill, rejected as aforesaid, the relations between the 
Lehigh Valley Railroad and the Lehigh Valley Coal Com- 
pany were set forth at length. The railroad owns the entire 
stock of the coal company and the officers are sub- 
stantially the same. The same Officers are used and it 
is contended that the coal company is nothing more 
than a department of the defendant. The coal company 
incurs heavy losses, which are made good by the ,rail- 
road, and owes the railroad eleven millions of dollars 
on which it pays no interest. The operation of the coal 
company is merely a device for evading the law and 
more particularly the provisions of the commodities 
clause. It is not a “bona fide” mining company. 

It is pointed out that at this stage the truth of these 
allegations is not before the court. We have only to 
determine the question of law, namely, admitting the 
allegations to be true, whether they sufficiently state a 
cause entitling the United States to relief. Yet the brief 
quotes from the opinion of Circuit Judge Buffington in 
the equity suit recently decided by the Circuit Court of 
Appeals in Philadelphia, brought under the Sherman act, 
indicating that the government had proved the conten- 
tions above made, 


It is further asserted that the government does not 
attack the corporate entity of the coal company, but the 
use to which it is put. This court has held that the 
purpose of the ommodities clause was to accomplish the 
disassociation of the carrier prior to the transportation 
from the commodity which it transports. This purpose 
will not be accomplished if the carrier can organize a 
coal company, acquire all the capital stock therein, and 
thereafter direct all the operations of the coal company, 
including the mining of the coal, the transportation over 
the lines of the carrier, and the subsequent sale after 
transportation. The operation of the coal company by 
the carrier becomes an indirect method of evading the 
law. 

It is finally contended that the absolute dismissal of 
the complaint after the denial of the motion to amend 
and to dismiss without prejudice, precludes the United 
States from instituting any further proceedings to obtain 
relief. 

In the cases of the Erie, C. R. R. of N. J. and 
Pennsylvania R. R., it is contended the government is 
entitled to a dismissal without prejudice, in order that 
it may bring new bills of complaint to the effect that 
in one or more instances the coal companies, of which 
the railroads own the stock, are not bona fide, separate 
and distinct corporations, but are mere departments of 
the railroads and are managed as to all their business 
in the production, transportation and sale of coal, not 
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by their own officers, but.directly by the railroads. That 
is to say, the government is entitled to an opportunity 
to show that the railroads are now violating the so- 
called “commedities clause,” by transporting in inter- 
state commerce a portion of the very coal involved in 
the original cases which were before the Supreme Court, 
and are violating the act referred to by the use of a 
device in the form of pretended coal companies, which 
are not bona fide, separate and distinct corporations, but 
mere adjuncts and agencies of the railroads, which have 
the effect of concealing the railroad’s ownership of the 
coal transported. 

The government is ready with its appeal from the 
decision of the Pennsylvania Circuit Court in what is 
known as the Anthracite Coal Trust case, and will prob- 
ably ask that the Supreme Court expedite the same. 
Indications point to a refusal of the request owing to 
the pressure upon the time of the court and the number 
of railroad and trust cases now on the calendar, in 
which event the coal trust case may go over until next 
October. 


The long-pending suit between the Spokane & Brit- 
ish Columbia Railroad and the Washington & Great 
Northern Railroad, over the title to right-of-way across 
the Colville Indian Reservation in Washington, to Spo- 
kane, has been decided by the Supreme Court, in an 
opinion by Justice Day, in favor of the Washington & 
Great Northern Railroad Company. 

In 1906 the two companies began the construction 
of a railroad across the reservation under two separate 
grants of Congress. The Spokane company obtained 
permission from the Interior Department under an act 
of Congress to construct the railroad and began the 
work in 1906 under approved plats. At the same time 
the Great Northern company also began construction 
upon the identical line. The Spokane company claimed 
a prior right by virtue of a deed of July 20, 1906, from 
the Washington Improvement & Development Company. 
Suit was brought in the Washington state courts for 
an injunction against the Washington & Great Northern 
company, for the use of the right-of-way from Republic 
to the Columbia River and to Spokane, over the reserva- 
tion. The Spokane company claimed that the Washing- 
ton & Great Northern company had abandoned its right 
granted under the act of Congress of 1898, but the 
Washington courts held that the Spokane company had 
complied with the acts of Congress relative to the 
acquisition of the right-of-way over the public and 
Indian lands and that the Washington Improvement & 
Development Company and the Washington & Great 
Northern company had not complied with the condi- 
tions precedent to the vesting of title under their grant 
and did not commence work within six months after 
the filing and approval of their maps. The rights of 
the Spokane company were held to be superior, and 
judgment was entered accordingly in the lower courts 
of Washington. 

On appeal to the Supreme Court of Washington, the 
judgment of the lower court was reversed on the 
ground that the act of Congress of 1898 was a grant 
on subsequent conditions and was valid until set aside 
at the instance of the United States. A writ of error 
was granted to the Supreme Court of the United States, 
which upheld the decision of the Washington Supreme 
Court in Justice’s Day’s decision. 

The West Side Belt Railway Company of Pittsburg 
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will have to pay the claim of the Pittsburg Construc- 
tion Company, of $332,750, for the construction of the 
line from Pittsburg to Bruce Station, a distance of 
12 miles, in 1901, under a decision of the court, rendered 
by Justice McKenna. The railroad refused to pay on 
the ground that the construction company was not 
incorporated in Pittsburg at the time of the contract 
for the road was made. The Pennsylvania courts held 
that the railroad company should pay the bill, and 
this decision was affirmed. 

Chief Justice White announced that the court de- 
nied the petition for review in the case of Lizzie M. 
Troxell, widow of Jos. D. Troxell, for damages against 
the Bangor and Portland division of the Delaware, 
Lackawanna & Western Railroad, for the death of her 
husband while engaged as a fireman on an engine of 
the company in Maine. 

In behalf of the railroad company, Attorney F. D. 
McKenney asked the court to set a day for the argu- 
ment of the case of the Baltimore & Ohio Railroad 
Company vs. the Interstate Commerce Commission. 
This case was argued at the last term and restored 
to the docket for argument before the full bench. This 
is the federal hours of service case, involving the 
validity of the regulation of the Commission requiring 
interstate railroads to make monthly reports of excess 
hours of service rendered by their employes. The court 
took the motion under advisement, saying the docket 
was too complete with cases for argument to fix a day 
for it at this time. 

The Supreme Court, in a decision by Chief Justice 
White, upheld the decision of the New York court in 
the famous Panama libel suit instituted by Mr. Roose- 
velt when he was President against the New York 
World and other newspapers. The decision was against 
the government. 


PANAMA CANAL COMMERCE. 


Legislation governing the movement of ships through 
the Panama canal is planned for this session and will 
be one of the most important matters before Congress. 
President Taft believes that it should be disposed of 
now, in order that the commercial interests throughout 
the world may adapt themselves to the changed con- 
ditions incidental to the opening of the canal, the date 
of which has been fixed at January 1, 1915. He has 
selected this as one of the few matters to which he 
wishes Congress to give immediate attention, and the 
republican leaders agree that it is one of prime impor- 
tance. He has had a conference with Senator Flint 
(Cal.), chairman of the committee on interoceanic ca- 
nals, Senator Brandegee (Conn.) of the same committee, 
Rep. Mann (Ill,), chairman of the House committee on 
interstate and foreign commerce, Secretary of State 
Knox and Secretary of War Dickinson in regard to 
the whole subject, and the details have been left to 
them to be worked out. 

The questions discussed included that of tolls, main- 
tenance of the canal, dry-docks and coaling facilities, 
and possible favoritism for ships of American registry 
and whether railroads should be forbidden to own ships 
passing through the canal. 

President Taft has suggested that, within certain 
limits, the President of the United States be authorized 
to fix the tolls according to commercial necessity, and 
personally favors a maximum of $1 per ton, with the 
idea of drawing commerce that way to an extent that 
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would pay the fixed charges, which are estimated at 
$3,000,000 per annum, and give a small percentage on 
the investment. It is estimated the tonnage would 
amount to $7,000,000 per annum at this rate, which 
would net 1 per cent on the investment. Those at the 
conference agreed with him on this point. 

President Taft also believes that the government 
should furnish docking facilities and do repair work 
for vessels using the canal, as well as supplying them 
with coal and other ship supplies. He holds that the 
facilities for such work will be limited and that open 
competition is impossible, while the granting of the 
concessions would inevitably lead to the charge of 
favoritism. As it is a vital necessity that the navy 
should have dry-docking and repair facilities and supply 
stations and depots, the President sees no _ solution 
but for the government to maintain the same for 
commercial as well as naval vessels. It is realized that 
the proposition that the government should embark in 
a commercial undertaking to this extent will cause 
considerable debate in Congress and perhaps meet with 
opposition, and the ground will be thoroughly gone 
over before action is attempted. 

The same is true of the proposition to indirectly 
subsidize the American merchant marine by charging 
American véssels a lower rate of toll than that charged 
foreign shipping. This plan has had its advocates 
among those urging the upbuilding of the American 
marine, but others contend that our international obliga- 
tions will compel us to maintain the canal as a free 
highway, open to the ships of all nations on precisely 
similar terms. It is believed that Secretary Knox stands 
for an open canal, and it is certain that any plan to 
favor American vessels will provoke considerable de- 
bate. At the same time, as action one way or the 
other will have considerable effect on the possible 
construction of ships for trade through the canal, both 
in this country and abroad, it is one of the questions 
which will probably be settled along with the others 
bearing on this subject. 

President Taft favors an amendment to the inter- 
state commerce law prohibiting the railroads from own- 
ing or controlling ships engaged in the canal trade, on 
the ground that such ownership would tend to destroy 
competition between the railroads and shipping lines 
from one side of the continent to the other. This 
question also has an important bearing on the con- 
struction of ships for the canal trade and is also pro- 
vocative of discussion. The coastwise trade of the 
United States being now confined to ships of American 
registry, there is no doubt that some will be con- 
structed for this trade via the canal, and whether they 
will be built by the railroads or by other parties will 
depend partly on whether the President’s views are 
adopted and partly on the question of tolls. It is 
evident that unless conditions are sufficiently encour- 
aging to justify the investment of capital in the con- 
struction of such ships, there will be little competition 
between the railroads and steamship lines and but 
limited effect upon intercontinental rates. ; 

To construct a first-class vessel of modern tonnage 
in an American shipyard will require from eighteen 
months upward, according to the size, and as a suffi- 
cient length of time must be allowed to permit those 
contemplating embarking in this trade to make the 
preliminary arrangements, the President and his ad- 
visers believe that if American ships are to utilize 













the canal by the date of its formal opening, action 
should not longer be postponed, as the time remaining 
is none too great. 

While the President will consult other members of 
the Senate and House on this subject, the details will 
largely be left in the hands of Senator Flint and Rep. 
Mann. 

Because of possible complications, it is believed 
the matter of fortifying the canal will be sidetracked 
for this session. 


PAN-AMERICAN CONFERENCE. 

A Pan-American commercial conference will be held 
in Washington during the week of February 13-18, under 
the auspices of the Pan-American Union, formerly known 
as the Bureau of American Republics. Its purpose and 
plan, as announced by Director-General John Barrett, will 
be that of awakening the commercial organizations, rep- 
resentative general public of both 
North and South America to an appreciation of the pos- 
sibilities of Pan-American commerce and the necessity of 
preparing for the opening of the Panama Canal. 

Through the co-operation of the State Department, 
diplomatic and consular officers of the United States ac- 
credited to Latin America, either home on leave or de- 


business men and 


tailed for this purpose, will deliver addresses describing 
trade conditions and opportunities based upon their offi- 
cial investigations and observations. The diplomatic 
and consular officers of the twenty Latin American na- 
tions accredited to the United States will be invited to 
discuss the subject from the standpoint of their coun- 
particularly with reference to the exchange of 
commerce and the extension of the market for their 
products in the United States. Trade experts, both offi- 
cial and private, will talk on subjects such as credits, 
trademarks, tariff regulations, banking facilities, packing, 
advertising, catalogues, freight steamship routes, 
laws governing salesmen and samples, etc. Invitations 
to participate in the conference will be sent to the prin- 
cipal commercial organizations in 
and to such organizations, individuals, 
companies and firms as may desire to attend. Colleges 
and schools having special commercial courses, including 
foreign trade, will also specialists to take part. 
The conference will consider the exchange of trade—im- 
ports as well as exports. 


tries, 


rates, 


representative cities 


other business 


send 


Heretofore all discussions and 
meetings have considered only the export field, with a 
correspording unfortunate effect on public opinion in 
Latin America. Another special feature will be careful 
consideration, from the standpoint of business interests, 
of all the American countries interested in the Panama 
Canal, of what should be done to get ready for greater 
exchange of trade through that waterway and to gain 
practical advantage to their commerce from the day it 
is opened. 


CABINET CHANGES. 


During the holiday season the usual grist of rumors 
affecting the cabinet are afloat. It does not appear, 
however, that any member of the cabinet has any 
intention of resigning at present, nor does President 
Taft seem to wish to make any changes. Friends of 
Renick W. Dunlap, who has been food and dairy com- 
missioner of Ohio for the past four years, are urging 
his appointment as secretary of agriculture, to succeed 
James Wilson. Mr. Wilson was 75 in August last 
and holds the record for service in the cabinet, having 
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been first appointed March 4, 1897. Mr. Dunlap is 
an energetic man, in his forties, a sucessful, practical 
farmer, a graduate of the Ohio State University, and 
is politically popular in his state. 


ALASKA COAL LANDS. 

Members of Congress are receiving petitions from 
the Commercial Club of Seward, Alaska, representing 
the mining, commercial and business interests of that 
section of Alaska, appealing for legislation this session 
to the end that the coal areas of that territory may 
be opened and the product channels of 
trade and commerce. 

“The opening of the Alaska coal 
a greatly increased commerce, the 


thrown into 


fields stands for 
whole of which is 


with the United States,” the petition says. “It will 
permit the purchasing of fuel from home, rather than 
from a foreign country, and make certain adequate 
supply for the Pacific Coast naval fleet. Alaska con- 


tains the greatest coal fields in the world. 
is the Matanuska, which includes anthracite, bituminous, 
semi-bituminous and lignite, located 175 miles inland. 
Seward is the coast terminus of the Alaska Northern 
Railroad, which is completed a distance of 72 miles, 
toward the coal fields, and further construction is de- 
layed pending the coal opening, 
whole section.” 


The largest 


thus retarding this 


AMERICAN-CANADIAN RAILWAY COMMISSION. 

“Mr. Knapp and myself have agreed on every item 
in the plan and it appears to-:me that the near future 
will see the long-wished-for tribunal in full operation,” 
said President J. P. Mabee of the Canadian Railroad 
Board, after his series of conferences here. It is to be 
known as the International Commerce Tribune, with 
jurisdiction over all lines crossing the Canadian border. 
Mr. Mabee and Mr. Knapp were the duly appointed com- 
missioners of the two governments to arrange the plan. 
The new tribunal is to fill the void between the American 
and Canadian commissions. At present their respective 
authority ends at the border line and the new tribunal 
will have the final say in all matters relating to rates, 
the members to be appointed by the two governments. 
3efore the agreement will go into effect it will have to 
be drawn up in treaty form and ratified by the two gov- 
ernments. Mr. Mabee said that his government is ready 
and willing to act and he looks for prompt action shortly. 
He stated that the ideas of both the commissioners co- 
incided in every way. The commission will fill a long- 
needed want on both sides of the border, and put an end 
to the acrimonious discussions that are continually aris- 
ing between the railroads and the shippers, and engender 
a better feeling between the two classes and in every way 
facilitate traffic between the two countries. Continuing, 
he said that the railroad interests and the shippers of 
Canada would “welcome the tribune with open arms,” 
and he imagined that the same is true as regards Amer- 
icans. He said that from his talk with President Taft, 
the latter seemed to be thoroughly in accord with the 
plan. The same was true of the State Department. If 
the American government pushed the matter as quickly 
as the Ottawa government would, he was satisfied the 
tribunal would be in full operation in a short while. 


GOOD ROADS MOVEMENT. 
The American Association for Highway Improvement 


has announced its platform. Its purposes are declared as 
follows: j 
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To correlate and harmonize the efforts of all existing 
rganizations workiig for road improvement. 

To arouse and stimulate sentiment for road improve- 
nt. 

To strive for wise, equitable and uniform road legis- 
tion in every state. 

To aid in bringing about efficient road administration 

the states and their subdivisions, involving the intro- 
ion of skilled supervision and the elimination of poli- 


from the management of the public roads. 
To seek continuous and systematic maintenance of 
roads, the classification of all roads according to 


fic requirements, payment of road taxes in cash, and 
adoption of the principle of state aid and state super- 
vision, 
the correlation of all road construction 
that the important roads of each county shall connect 
those of the adjoining counties and the important 
ds of each state shall connect with those of adjoining 


To advocate 


tes. 
The association promises to be one of the most influ- 
ntial factors in the development of the good roads sys- 
It will hold annual which county, 
siate and national questions considered. The 
ociation will lend its assistance to good roads meetings 
n all parts of the country. It will maintain headquarters 
in Washington where complete and accurate information 
concerning every road organization in the United States, 
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ll road legislation enacted, pending or contemplated, the 
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pending will be collected and compiled. 


Director of Public Roads L. W. Page, Department of 
Agricuture, is president; W. C. Brown, president of the 
New York Central lines, is vice-president; and the board 
of directors includes Louis Hill, president of the Great 
Northern Railroad; B. F. Yoakum, chairman of the Frisco 
lines; James McCrea, president of the Pennsylvania Rail- 
Company; W. W. Finley, president Southern Rail- 
Company; Commissioner James S. Harlan of the 
Interstate Commerce Commission, and Robert P. Hooper, 
president of the American Automobile Association. 

The annual dues for regular members has been fixed 
at $5 and for sustaining members $100. 


road 


WATER POWER PLANTS IN PUBLIC FORESTS. 


A new form of water power permit and new regula- 
tions for water power plants on the national forests have 
Ibeen approved by the Secretary of Agriculture. The im- 
portant changes under the new regulations are that they 
provide for the issuance of a preliminary permit which 
Secures to the party making the first application protec- 
tion during the time necessary to make his final surveys 
and procure the data for the issuance of the final permit. 
The new permits will terminate at the expiration of fifty 
years, unless revoked sooner by the Secretary of Agri- 
culture, and the charge will be based upon the net horse- 
spower capacity of the plant, beginning with a charge of 
10 cents per horsepower during the first year and rising 
gradually 10 cents per year to $1 per horsepower in the 
tenth year, which charge will continue thereafter. Com- 
puted for the fifty-year period, the charge under the new 
permit is about 30 per cent less than that under the old 
orm. Provision is made for a readjustment every ten 











years of the factors upon which the estimated capacity of 
he plant is computed, 
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REAPPORTIONMENT OF CONGRESS. 


It is understood that Chairman Crumpacker of the 
House committee on census will introduce a bill for the 
reapportionment of the membership of the House under 
a new ratio of 109,361 of population for each member, 
which will add forty-one new members. The present 
ratio is 193,000. This will increase the membership 
from 391 to 432. The new members will not be elected, 
however, until 1912. The states which will gain member- 
ship are: Alabama, Colorado, Florida, Georgia, Louisiana, 
Michigan, Minnesota, Montana, Oregon, South Dakota, 
Utah and West Virginia, one each; Illinois, New Jersey, 
Ohio, Texas, Washington, two each; California, Massa- 
chusetts and Oklahoma, three each; Pennsylvania four 
and New York 6. When Arizona is admitted to the 
Union she will have one representative and New Mexico 
two. 


The expected reapportionment of the House of Rep- 
resentatives under the new census which will add forty- 
one new members to that body will mean quite an addi- 
tion to the expenses of the House. The salaries of these 
new members for a year will amount to $307,500, at the 
rate of $7,500 each. There will also be an additional 
$5,125 for the stationery allowance of $125 a year to each 
member and for forty-one new clerks to these members 
at $1,500 a year will be added $61,500. The mileage ac- 
count will also figure. Each congressman is allowed 20 
cents a mile for his traveling expenses to and from each 
session of Congress. The mileage for the present year 
amounted to $154,000 for 391 members. At this ratio the 
additional mileage for the forty-one new members would 
be about $15,400. Each member is also allowed the use 
of a room in the House office building, for which is sup- 
plied, including a typewriter, desk, table, couch, chairs, 
etc., and janitor service. It is expected that the total 
additional expense for the new members will foot up 


between $400,000 and $450,000 a year. 


ALASKA COAL LANDS, 

President Taft will urge legislation at this session of 
Congress dealing with the Alaska coal lands and the 
matter of oil leases. This is one of the subjects the 
President has selected for immediate consideration. He 
has conferred with Secretary of the Interior Ballinger, 
Senator Nelson (Minn.), chairman of the Senate commit- 
tee on public lands; Senators Smoot (Utah) and Flint 
(Cal.) and Representative Mondell (Wyo.), chairman of 
the House committee on public lands, and Representative 
Parsons (N. Y.) of that committee. Secretary Ballinger 
and the President frankly differ as to the best methods 
of handling the Alaska coal lands. Owing to the impor- 
tance of the subject it is expected that the conflicting in- 
terests will be reconciled as far as possible and some 
legislation put through to avoid the delay attending a 
postponement until next session. Gifford Pinchot, late 
United States forester, and a complainant in the Pinchot- 
Ballinger case, has filed an elaborate brief with the 
President alleging the charges against Secretary Ballin- 
ger in connection with the Alaska coal lands were sus- 
tained. His brother Amos joins with him. Falcon Jos- 
lin, president of the Tanana Valley Railway Company of 
Alaska, is out with a reply attributing Mr. Pinchot’s 
statements to his personal enmity toward Mr. Ballinger. 
Congress has not yet acted on the report of the Ballin- 
ger-Pinchot case, there being a majority report excul- 
pating Secretary Ballinger, and a minority report against 
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him. Thus the situation is complicated and there is some 


doubt if any bill can pass, and a lively row may be pre- 
cipitated. 


POSTAL SAVINGS BANKS. 


The postal savings bank has at last been put in 
operation, one city in each state being selected at the 
start. It will gradually be extended throughout the 
country. Depositors will receive engraved eertificates in 
denominations from $1 to $50; interest will be paid at 2 
per cent. The certificates will be non-transferable and 
non-negotiable. Not more than $100 can be deposited in 
any one month and deposits are limited to $500. The de- 


posits will be redeposited in banks at an increased rate 
of interest, 


COAL AND COPPER PRODUCTION. 

Special reports on the production of coal, copper, 
lead and spelter, and of general mining conditions in 
1910, have been made by the Geological Survey. Dur- 
ing the year the production of coal was between 475,- 
000,000 tons and 485,000,0000 tons, as 


compared with 
459,715,704 tons in 1909. The Survey says that the 
statistics for the last few years indicate that any 
decided increase in the production of anthracite is 


not to be expected. It is becoming more and more 
a luxury, and the tendency will continue and be more 
pronounced until the mines are exhausted. The re- 
stricted area of its production and the increased cost 
of mining have resulted in a gradual advance in price 
and an elimination of this grade of coal as a fuel 
for manufacturing purposes. It is now almost entirely 
marketed for domestic use in the East. Large quan- 
tities of small sizes of anthracite, formerly wasted, are 
being used for steaming with bituminous. 


In Allegheny and Washington counties, Pennsyl- 
vania, production was stimulated almost beyond any 
previous year. In the Clearfield district conditions were 
very unsatisfactory. The car supply for this region 
was generally satisfactory, the operators reporting that 
the situation was better in that respect than for sev- 
eral years. The labor supply also was up to the re- 
quirements. The operators in the central Pennsylvania 
district complained that the geographic advantage of 
the region is not recognized by the railroads. There 
was, however, a plentiful supply of cars for those who 
could obtain orders for coal. There was an increase 
in the shipments from the West Virginia fields, the 
Virginian Railway and the new developments along its 
lines adding materially to this tonnage. Though the 
usual car-famine reports were circulated in Ohio early 
in the fall, the supply of cars was practically adequate 
to meet the demands. In some parts of Alabama it 
was reported that the car supply was the best in recent 
years, but in others the contrary. In Tennessee, con- 
siderable complaint was made of insufficient car supply. 
The car supply was good in the Southwest, particularly 
in Arkansas and Oklahoma. In Kentucky, shipments 
over the Louisville & Nashville Railroad for the first 
eleven months of the year showed an increase of 69% 
per cent over those of 1909. The car supply during 
the strike period was ample, but after the mines in 
the striking states had resumed operations, cars were 
taken from this district for distribution through other 
regions and production was cut down in consequence. 
In Michigan the car supply was ample, sufficient equip- 
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ment being furnished by the railroads to keep the 
mines running to their full capacity after June 1 
The unusually large demand for Colorado coal was 
for the use of the railroads running between, Colorado 
and the Missouri River. For a good part of the 
there was the usual complaint of short car supply, but 
the condition improved in December. The production 
in New Mexico would have been considerably larger 
if the operators had been able to obtain all the labor 
and railroad cars they desired. One of the benefits to 
the industry of New Mexico during the year was th 
reduction in the freight rates on foreign coals by the 
Mexican railroads. In Utah, when the crops wer 
moved in August and September, there was a shortag 
of cars, but as a general thing throughout the year 
the car supply was ample. The most interesting 4d 
velopment in the Montana mines was the completion 
of the Chicago, Milwaukee & Puget Sound Railway, and 
consequent development in Yellowstone County. Th 
announcement of the Chicago, Milwaukee & Puget Sound 
and the Great Northern railways of their intention to use 
oil exclusively in their locomotives from the Pacific Coast 
as far as Butte, will have 
duction in both Montana and Wyoming in 1911. The 
use of oil on passenger locomotives will contribut 
to the comfort of the passenger, and on the freight, as 
well as the passenger locomotives, 
liability to forest fires. In 
mines,” operated by the 
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some influence on the pr 








will reduce the 
Washington, the “railroad 
railroads or subsidiary 

panies for the exclusive use of the railroads, showed 
the same production as in 1909. To what extent the 
coal mining industry in the state will be affected by 
the increased use of fuel oil on the railroad locome 
tives is a problem. In 1910 the Northern Pacific Rail- 
way equipped thirty oil-burning locomotives for yard 
and switching purposes and for its fast passenger service 
The Chicago, Milwaukee & Puget Sound and the Great 
Northern railways have announced their intention of 
using oil exclusively throughout their mountain 


The production of copper fell considerably below 
that of 1909. The production of blister and lake cop 
per was 1,079,000,000 pounds, as against 1,092,951,624 
pounds in 1909. In Arizona, the Shannon Railroad, con 
necting the company’s mines at Metcalf with its mill 
and smelter at Clifton, was completed and put in op 
eration early in the year. In Alaska, the Copper River 
Railway was completed as far as Chitina at the end 
of September. This should reach the Bonanza mine 
in time to permit the shipment of considerable ore 
during 1911. 

During the year 469,682 tons of refined lead 
produced, a gain over 1909. 


Of spelter the production amounted to 267,423 
a gain of 15,000 tons over 1909. Of tungsten ores 


1,824 tons were produced, as compared with 1,600 tons 
in 1909. 


OCEAN STEAMSHIP TRUST. 


The contention of the foreign steamship lines tha 
they are not subject to the laws of this country as col 
tended by the government in the proceedings instituted 
in New York Wednesday, because they are forcig? 
corporations and the agreement complained of was 
executed abroad, is not believed at the Department 2 
Justice to be valid. A similar question will shortly ¢ 
before the Untted States Supreme Court in the Tobacc? 
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Trust case. In that the government complained against 
ihe Imperial Tobacco Company of Great Britain, but the 
Circuit Court for the Southern District of New York 
dismissed this part of the complaint, not, however, on 
the ground that it was a foreign corporation or that its 
agreement with the American Tobacco Company was 
execued on foreign soil, but on the ground that it was 
merely engaged in buying American tobacco, and not in 
competing in the sale of the manufactured product. It 
held that it would be inadvisable to prohibit a foreign 
corporation from purchasing raw material in this country 
solely because it did not sell its manufactured product 
here in competition with American corporations. The 
government has appealed from this decision, and the 
Supreme Court will doubtless have something to say on 
the subject before long. Incidentally, the proceedings 
against the steamship trust has heartened the advocates 
of ship-subsidy, who claim that the alleged division of 
the steerage traffic substantiates their charges that the 
foreign commerce of this country is at the mercy of the 
foreign steamship lines who can, if they have not already 
done so, apportion our import and export business as 
they please. In fact, it has been charged that this is 
being, or has been done in the past, and it is known 
that agents of the Department of Justice have investigated 
into this matter while preparing the case in regard to 
the steerage business. What has been discovered has 
as yet not been made public. 


SENATOR ELKINS DEAD. 


The death of Stephen B. Elkins (West Virginia), 
chairman of the Interstate Commerce Commission, in 
Washington, Wednesday night, removes from the Senate 
one of its most influential members. He was a railroad 
owner and realized that the drift of public sentiment 
was toward government control, and he impressed that 
so strongly on other railroad owners that he won them 
to accepting his bill, which was the first important 
measure tending to strengthen the Interstate Commerce 
Commission. The Enkins bill was the first legislative 
act striking at the practice of granting rebates, and under 
its provisions the government has succeeded in securing 
a large number of convictions against those engaging 
in giving or receiving rebates. 

His impress has been felt on all railroad legislation 
since the enactment of the anti-rebate law. While not 
a radical, he has been in advance of other railroad owners 
in the matter of regulation, and his loss will be severely 
felt, not only in the Senate, but by the business interests 
of the country. 

Senator Cullom (lIll.) is the ranking member of the 
committee, but as he is chairman of the Committee on 
Foreign Relations, and very old, he will hardly be put 
in the place of Mr. Elkins. Senators Aldrich (R. L.), 
and Kean (N, J.), the next members, will leave the 
Senate on March 3, leaving Senator Clapp (Minn.) a 
progressive as next in line. 


WASHINGTON NOTES. 


Rep. Weeks (Mass.) is being groomed to succeed 
Postmaster-General Hitchcock as chairman of the Re- 
publican National committee, which position Mr. Hitch- 
cock resigned when he entered the cabinet. Mr. Weeks 
is chairman of the House committee on postoffices. 

We are informed by Rep. Payne, chairman of the 
committee on ways and means, that he intends to 
report from his committee a bill providing for a per- 
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manent tariff commission which shall advise the Presi- 
dent in regard to the maximum and minimum provi- 
sions of the tariff, which the President is charged with 
enforcing, and the ways and means committee and the 
Senate finance committee when tariff matters are under 
consideration. Mr. Payne has had several conferences 
with the President, and the bill will be drafted with 
the idea of approval by Congress and the President. 
Rep. Dwight, the republican whip of the House, says 
it will pass the House without difficulty. It is unlikely 
that the powers or composition of the present board 
will be greatly extended. 

In his interesting report on insular affairs, Brig.- 
Gen. Clarence Edwards suggests that the debt limit of 
the Philippine Islands be increased. The islands are now 
limited to $5,000,000 of bonded indebtedness. It has be- 
come necessary to make some permanent public improve- 
ments and as the maximum of debt has already been 
reached, the improvements cannot be made _ without 
congressional action. 


He reports that the operations of the postal savings 


bank have been eminently successful, and he recom- 
mends an increase of the interest rate from 2% to 3 
per cent. The establishment of free commercial rela- 


tions between the islands and the United States has ma- 
terially aided in the development of the material re- 
sources of the islands. 


Within the next two weeks the administration ex- 
pects to resume the negotiations for a reciprocity treaty 
with Canada. The conferences will be a continuation of 
those held several months ago at Ottawa. Chandler P. 
Anderson, the new counselor of the State Department, 
will have charge of the American side of the question. 
The Canadian officials, it is expected, will reach Wash- 
ington early in January. 

It is expected that the House committee on rules 
will bring the question of a site for the Panama’ Canal 
Exposition before the House on the 13th of January. 
The strife between New Orleans and San Francisco has 
been very warm, and renewed interest was given to it 
among the members from the eastern states by the re- 
cent. declaration of Senator Nixon that the transconti- 
nental railroads have agreed to fix a round-trip rate 
from the Atlantic coast to San Francisco for $30. His 
other statement that lines of steamers will be provided 
that the trip can be made by water, passing through the 
new canal, is the subject of animated discussion. This 
would give visitors from the eastern states an oppor- 
tunity to see the canal, and if desired, to return by rail. 
The situation stands that San Francisco being at one 
side of the country, making a long and expensive rail- 
road ride necessary from the most populated portions, 
was at a disadvantage, counting in the railroad fare, but 
the pledge of so extremely low a rate counteracts that 
disadvantage to a great extent, and when to it is added 
the ocean trip, the city on the Pacific offers an induce- 
ment that will probably prove a great factor in her favor. 


San Francisco offers to finance the exposition with- 
out any help from the national treasury, the city and the 
state having provided for a fund of $17,500. This is 
more than double the amount pledged by New Orleans. 
Both cities are doing their best to set forth the advan- 
tages they possess and the attractions they can offer to 
the visitor in the way of sight-seeing, but it is not an- 
ticipated these offers will have much weight with the 
members of Congress in settling the question of a site. 










The desire of Congress is that the exposition when held 
will be a success, with the full knowledge that all ex- 
positions require a great deal of money. 

Mobile, Ala., is reaching out after the trade of the 
West Indies. A line of steamers has been started to ply 
between Mobile and Port au Prince, Santo Domingo City, 
Fort de France, Martinique, Pte de Pitre, Gaudeloup, and 
Port of Spain, Trinidad. The initial steamer of the line 
sailed from Mobile on December 15. There is no other 
direct steamship service from the gulf to these points, the 
only other service from the United States being from New 
York. 

A company of American capitalists are exploiting the 
deposits of phosphate rock and manganese on the Island of 
Magarita and adjacent islands off the coast of Venezuela. 
The company expects to ship monthly 2,000 tons of this 
product to the United States. 

The Department of Commerce and Labor has received 
information that the wheat harvest of Australia for the 
season of 1910 has established a record. The estimated 
yield is 86,000,000 bushels, an increase of 24,000,000 bush- 
els over that for 1909. It is also estimated that there 
will be an increase of 750,000 acres planted for the sea- 
son of 1911. 

The Canadian Parliament will grant $183,000 to aid 
in extending the Prince Elward Island Railway, and $34,- 
000 to improve water transportation in that island. 

The Mormons of Utah and Idaho have just concluded 
another purchase of 50,000 acres of land in Mexico. It 
is expected that another colony will be organized to set- 
tle on 75,000 acres in the same section, and it is reported 
they have an option on an additional 500,000 acres. 

The Panama Canal Commission is planning a Pull- 
man car service across the Isthmus of Panama. A car 
is being fitted up for a parlor car and if the service 
proves satisfactory all passenger trains will carry such 
cars. Ten minutes has been cut off of the running time 
across the isthmus, which is now two hours and five 
minutes. 


Double-Track Indianapolis Division 





Indianapolis, Ind., January 6.—Extensive improve 
ments to provide for additional facilities for handling 
traffic are being made on the Indianapolis division of 
the Pennsylvania Lines. Nearly 30 miles of second 
track, 17.6 from Richmond to Dublin and 8.3 miles 
from Dunreith to Knightstown, are being constructed. 

The Indianapolis division of the road, extending 
from Columbus, O., to Indianapolis, carries the heavy 
through freight and passenger business of the system 
between points on the eastern lines and Indianapolis 
and St. Louis. Prior to the inauguration of the work 
now in progress, from Richmond to Indianapolis, some 
68 miles, was, with the exception of six and one-half 
miles double track in terminal yards, all single track. 

In connection with the changes now being made 
it was decided to reduce the maximum grade from 1.1 
per cent to .7 per cent, or about 35 feet to the mile. 
This will necessitate the changing of the grade on 21.3 


miles of line. At some points an entirely new double- 
track roadbed is being built. 


It is expected that the entire improvement to the 
division will cost about $2,750,000, or over $106,000 per 
mile. The railroad hopes to have the changes com- 
pleted this year. 
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DECISIONS OF COMMISSION 


Interstate Board Hands Down Rulings in Con- 
tested Cases 


—_—_——_— 


Ashland Loses Lake-and-Rail Case 


OPINION NO. 1443 
No. 2798. 
(20 I. C. C. Rep., 3.) 
CITY OF ASHLAND 
vs. 
NEW YORK CENTRAL & HUDSON RIVER RAILROAD 
COMPANY ET AL. 
Submitted November 1, 1910. Decided December 12, 1910. 


Maintenance of rail-lake-and-rail rates from eastern points to 
Ashland, Wis., which are higher per 100 pounds than rail- 
and-lake rates from same points of origin to Duluth, Minn., 
1s not prohibited by act to regulate commerce. 


W. S. Cate and A. W. Sanborn for complainant. 


O. E. Butterfield, Henry Wolf Bikle and Clyde 
Brown for defendants. 


Report Of the Commission. 
KNAPP, Chairman: 


The city of Ashland, in the state of Wisconsin, 
alleges that defendants subject it to undue disadvan- 
tage, and give unreasonable preference to Duluth, Minn., 
and Superior, Wis., by the maintenance of rates for the 
transportation of freight by rail and lake from New 
York, Pittsburg, and other eastern points to Duluth 
and Superior which are less per 100 pounds than the 
rates charged for transportation from the same points 
by rail-lake-and-rail to Ashland. 


Ashland is a city of about 15,000 inhabitants on 
the southern shore of Lake Superior, 75 miles east of 
Duluth by rail. In 1896 the defendant lake lines, the 
Western Transit Company and the Erie & Western 
Transportation Company, discontinued their service to 
Ashland, which for many years had been a port of 
call. Prior to the withdrawal of the lake lines, and 
for two years thereafter, Ashland enjoyed the same 
rail-and-lake rates from eastern points as Duluth. Since 
the spring of 1898 traffic shipped from the East to 
Ashland via the lake lines has been carried to Duluth 
by water and thence by rail to Ashland under joint 
rail-lake-aid-rail rates, which are higher than the rail- 
and-lake rates to Duluth. From New York City the 
rates involved in the proceeding are, in cents per 100 
pounds, as follows: 


TO DULUTH. 





re ee ee 1 2 3 4 5 6 
Mie Re 68 59 «45 33 «28 26 
TO ASHLAND. 

CA | eile tA se abaes 1 2 3 4 5 6 
le ix sires os 83 72 54 88 32 26 


The local rates of the Northern Pacific Railway 


Company, Duluth to Ashland, are, in cents per 100 
pounds, as follows: 


SD wesgunidedsbe stnqackers RRS! £42k BD Bid =F 





TOR coi tind ba des oe ki RES Oe 30 25 20 16 10 13 10 8 7 6 


Ashland is given the same rail-lake-and-rail rates 
from the East as St. Paul and Minneapolis. Out of 
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the rate to Ashland, the eastern rail line and the 
lake line each receives less than its division of the 
rail-and-lake rate to Duluth, and the Northern Pacific 
considerably less than its local rate, Duluth to Ashland. 
Canal-lake-and-rail rates are in force, New York to 
Ashland, which are less than the rail-and-lake rates 
to Duluth. No complaint is made of the amount of the 
rate, provided the defendants may lawfully maintain 
higher rates to Ashland than to Duluth. The relief 
asked is an order requiring the defendants to cease 
and desist from charging more for transportation to 
Ashland than to Duluth. 

Ashland jobbers desire to compete in common ter- 
ritory with Duluth jobbers. A large part of the mer- 
chandise handled by wholesalers at both cities is pur- 
chased in the East and carried thence by rail and lake. 
In reaching the retail dealer at any point where the 
rates from Duluth and Ashland are the same, the Ash- 
land jobber is at a disadvantage, which is measured 
by the difference between the rates to Duluth and 
Ashland from the East. In support of its contention 
that this disadvantage is the result of unlawful dis- 
crimination in rates, Ashland argues that it is a lake 
port, nearer than Duluth to eastern points of shipment, 
with ample harbor facilities and _ sufficient potential 
tonnage to warrant the lake lines in making it a port 
of call, and that it is arbitrarily deprived of the natural 
benefits of its geographical location. Defendants deny 
that they subject complainant to undue discrimination, 
deny that they could operate into Ashland with profit, 
and assert that no provision of the act to regulate 
commerce imposes upon them an obligation to stop their 
boats at that port. 


Complainant’s testimony was for the most part 
directed toward proving that defendants’ vessels may 
safely enter its harbor and that its tonnage would be 
attractive from a business standpoint. A large amount 
of marine commerce is handled through Ashland, which 
is the shipping port for the Gogebic Iron Range. Dur- 
ing 1909, 490,878 tons of coal were received at, and 
3,834,285 tons of iron ore shipped from that port in 
vessels especially chartered. Ashland is served by 
four railroads, the Chicago & Northwestern; Chicago, 
St. Paul, Minneapolis & Omaha; Minneapolis, St. Paul 
& Sault Ste. Marie; and Northern Pacific. Large ves- 
sels can safely enter the harbor, but it is questionable 
whether the dock facilities are adequate for boats of 
the size now operated by defendants. In the early 
days considerable freight and passenger business was 
offered at Ashland in connection with the lumber in- 
terests which centered in that neighborhood, but after 
the lumber tracts were cleared and the lake lines were 
no longer called upon to move the lumbermen and 
their equipment, the traffic at that port decreased. 


The traffic offered for carriage to and from Duluth 
is much greater in volume than that at Ashland, and 
the facilities for handling it at the former point far 
superior. The boats used by the Erie & Western Trans- 
portation Company to-day range in capacity from 3,000 
to 5,000 tons, while those operated when Ashland was 
a port of call were of about 900 tons capacity. 

To enter the harbor of Ashland involves a detour 
of about 47 miles on the part of vessels plying from 
the Soo to Duluth. It has been estimated by the 
captain of a packet boat who appeared as a witness 
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for the defendants that under the most favorable cir- 
cumstances the time consumed by putting into Ashland, 
docking, discharging and receiving cargo, would be 10 
hours, and that if weather and other conditions were 
unfavorable, the time might be lengthened to 24 hours. 


It is said to cost approximately $400 per day to 
operate the large boats of the defendant lake lines, but 
that amount does not cover the entire expense of a 
day’s delay. An addition to the schedule of a boat 
diminishes the number of round trips it can make 
during the season of navigation, and consequently its 
earning capacity as well as its ability to move the 
freight offered for transportation, unless a compensating 
amount of tonnage is thereby obtained. If it is true, as 
stated, that in past years the defendant lake lines have 
had to place an embargo upon the receipt of freight 
some time prior to the close of navigation in order 
to move the traffic already on hand, an extension of 
their schedule might entail inconvenience and addi- 
tional expense upon the general shipping public. 

Counsel for complainant has estimated that about 
1,500 tons of freight per month would be moved to 
and from Ashland by the defendant lake lines. De- 
fendants’ officers have testified that the service to Ash- 
land was unprofitable, and that it was discontinued 
for that reason. Whatever the fact may be in that 
respect, any attempt to estimate the effect in tonnage 
or financial results to the lake lines of resumption of 
service to Ashland leads to an unprofitable domain 
of speculation, for we are convinced the regulating 
statute has vested in the Commission no authority to 
compel the lake lines to run their boats to Ashland. 
If the defendants’ right to operate their boats to Duluth 
and refuse to operate them to Ashland is, as we believe, 
unrestricted by the act here invoked, it follows that 
they may lawfully exact higher rates to Ashland than 
to Duluth as compensation for the additional rail haul 


to the former point. The complaint will therefore be 
dismissed. 


Tariff Provisions Must Control 


OPINION NO. 1444 
No. 3210. 
(20 I. C.. C. Rep., 6.) 
NATIONAL ASSOCIATION OF LETTER CARRIERS 
vs. 
ATCHISON, TOPEKA & SANTA FE RAILWAY COM- 
PANY ET AL: 
Submitted November 29, 1910. Decided December 12, 1910. 


Defendants tendered in their tariffs special reduced round-trip 
fares on the certificate plan in connection with convention 
of complainant, such reduced fares being conditioned upon 
the presentation of 1,000 or more certificates; less than 
1,000 certificates were available for vise and therefore re- 
duced fare for return trip was denied; Held, That the tariff 
provisions are binding and must control. Complaint dis- 
missed. 

M. S. Mangan for complainant. 

Eben E. Macleod for Western Passenger Association. 

F. G. Wright for Chicago, Milwaukee & St. Paul 
Railway Company. 


Report of the Commission, 
CLARK, Commissioner: 
Complainant corporation filed its petition in behalf 
of certain persons who attended its biennial convention 
held at St. Paul, Minn., from August 30 to September 



























































































































































14 ' THE TRAFFIC WORLD AND TRAFFIC BULLETIN 








4, 1909, and asks reparation in the sum of $5,190.57, 
the difference between the fares paid by such persons 
and the fares that were available under certain condi- 
tions. 

Prior to the meeting at St. Paul the secretary of 
complainant made application to the Western Passenger 
Association for reduced fares on account of the occa- 
sion. In a letter from the chairman of the said asso- 
ciation it was stated: 


The lines interested have individually consented to announce 
rate of fare and a half on certificate plan on this occasion from 
points in Western Passenger Association territory on the con- 
dition that there shall be 1,000 or more persons in attendance 
by rail, holding certificates which show the purchase of one- 


way tickets at $1 or more. 

This tender was subsequently modified to the ex- 
tent that the reduction applied only from points east 
of the Missouri River. The secretary of the organization 
transmitted a copy of this letter to its members, but 
gave no further directions or instructions in reference 
to the purchase of tickets. On the third day of the 
convention and the day on which the joint agent of the 
Western Passenger Association was to be present it 
order to execute and return certificates to the persons 
attending the meeting, the secretary of the organization 
discovered that notwithstanding the attendance was 
over 1,400, here were but 888 certificates, and made 
announcement of that fact in the convention. It was 
then learned that the St. Louis delegation had pur- 
chased 106 summer tourist round-trip tickets, St. Louis 
to St. Paul, and return, and that the Kansas City dele- 
gation had purchased 39% round-trip tickets from Kan- 
sas City to St. Paul and return and two one-way tickets. 
The carriers’ agent gave the Kansas City delegation 
the choice of purchasing the certificate-plan tickets pro- 
vided for the convention, or the summer tourist tickets, 
and the delegation chose the latter. 


The secretary asked the joint agent if the tickets 
from St. Louis and: Kansas City could be used to make 
up the required number of certificates, but the 


agent 
refused to validate any certificates 


unless there were 
a thousand or more. On being asked what could be 
done, he said he would communicate with headquarters, 
but the Chicago office of the Western Passenger Asso- 
ciation refused to validate less than the required 1,000 
certificates. The day on which 


information was sought 
from the validating agent of 


the Western Passenger 
Association was the last day on which these convention 
tickets could be purchased, and, pending receipt of 
advice from him, neither the association nor its secre- 
tary took any action to relieve the difficulty. When 
informed on the following day that no certificates would 
be validated unless 1,000 were presented, it was too 
late to purchase additional certificate-plan tickets. Con- 
sequently numerous persons attending the convention, 
instead of receiving the half-rate return fare, 


were 
compelled to pay the regular one-way fare. 


The summer tourist fare from St. Louis to St. Paul 
and return and the reduced fare on the certificate plan, 
including a validation fee of 25 cents, were the same, 
$17.50, whereas the reduced fare on the certificate plan 
Kansas City to St. Paul, plus the validation fee of 25 
cents, was $15.65, 65 cents in excess of the summer 
tourist fare. The certificate plan required return not 
later than September 8; the summer-tourist tickets did 
not expire until October 31. 

Complainant contends that the tender or contract 
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contained in the letter of the chairman of the Western 
Passenger Association to the secretary of complainant 
was substantially complied with in that there were in 
attendance at the convention more than 1,000 persons 
who paid an aggregate amount for tickets in excess of 
that necessary to fulfill the contract, and that had the 
joint agent who went to St. Paul to validate the cer- 
tificates promptly and definitely advised that the certifi- 
eates would not be validated complainant would have 
had time to go out beyond the prescribed radius and 
secure a sufficient number of persons to purchase cer. 
tificate-plan tickets to make up the minimum require- 
ment. It is also alleged that there was conflict in the 
tariffs which contained the reduced fares to the con- 
vention, in that some of them made the granting of 
the reduced returned fare dependent upon the attend 
ance of 1,000 or more persons at the convention, while 
other stipulated that it would be granted only upon 
the condition that 1,000 or more persons were in at 
tendance holding certificates showing the purchase of 
one-way tickets at $1 or more. 


An examination of the tariffs on file with the Com- 
mission discloses that all of them provided certificate 
plan reduced fare arrangements. While certain tariffs 
specifically stated that the reduced fare would not be 
granted except upon condition that 1,000 or more were 
in attendance holding certificates showing the purchase 
full fare one-way tickets, other tariffs provided for the 
attendance of 1,000 or more. However, even the tariff 
which was couched in the broadest terms, that is, 
without any qualification in immediate connection with 
the attendance provision, contained instructions as fol 
lows, which showed conclusively that the reduced fares 
were obtainable only on the presentation of certificates 
and the payment of validation fees: 


Passengers must purchase one-way tickets to place of meet 
ing or normal (not special or reduced) one-way fare, as shown 
in current I. C. C. tariffs, and via routes via which such current 
I. Cc. C. tariffs apply, and obtain a certificate receipt This 
receipt, when signed by the secretary of the meeting, stampec 
by the joint agent, and presented to the ticket agent at the 
place of meeting prior to final return limit will be honored 
for “‘delegate’’ return ticket at reduced fare shown below. 

The usual and convenient way of determining 
whether or not the required number is in attendance 
is by requiring the presentation of certificates. In fact, 
the carrier must adopt some such plan in order to 
assure itself that it is complying with its tariff provi 
sions and with the law. While not uniform in phrase- 
ology, all of these tariffs provided that the reduced 
fare would be accorded only upon the certificate plan, 
and, reading the tariffs as a whole, there was no con 
flict in the requirement that a thousand or more should 
present certificates. 


The relief sought may not lawfully be granted. No 
obligation rested upon the joint agent of the Western 
Passenger Association to do other than be present at 
St. Paul on the date specified to visé certificates if a 
thousand or more were presented to him. 

The fact that the carriers would have received ap- 
proximately the same amount of money had they per- 
mitted the tickets from St. Louis and Kansas City to 
be used in lieu of the necessary number of certificate- 
plan tickets is immaterial. It is not alone the price, 
but the terms of the tickets, the provisions of the 
tariffs and of the law, which determines the obligations 
of the parties. No one will seriously argue that he 
has a retroactive right to a thousand-mile ticket, even 
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though he has traveled more than that distance and 
paid a higher fare. To include the round-trip tickets 
would be in direct conflict with the plain terms of the 
tariffs, which specifically excluded such tickets. 

However much we may sympathize with the mem- 
bers of complainant who were compelled to pay higher 
fares than they anticipated, it is plain from the facts 
before us that the primary cause of their not securing 
the reduced fare was the action of those members of 
the convention from St. Louis and Kansas City who 
voluntarily purchased a different kind of ticket under 
which they were accorded privileges not granted under 
the certificate plan, and thereby the other persons 
attending the convention were prevented from comply- 
ing with the conditions which were precedent to reduced 
return fare. The maxim, “He who suffers damage by 
his own fault is not held to suffer damage,’ would 
seem to apply. The complaint must be dismissed. 


Lumber Rate Discriminatory 
OPINION NO. 1449 
No. 3312. 
(20 I. C. C. Rep., 19.) 
DAVENPORT COMMERCIAL CLUB 
Vs. 
YAZOO & MISSISSIPPI VALLEY RAILROAD COMPANY 
ET AL. 
Submitted October 7, 1910. Decided December 12, 1910. 
Rate of 23 cents per 100 pounds on cypress lumber, from Minot 
and Rome, Miss., to Davenport, lowa, found unreasonable 
and unduly discriminatory in so far as it exceeds rate of 
21 cents contemporaneously in effect from same points of 
origin te Rock Island and Moline, II. 
C. A. Steel for complainant. 
A. P. Humburg for Yazoo & Mississippi Valley Rail- 
road Company and Illinois Central Railroad Company. 
Wallace T. Hughes and W. F. Dickinson for Chi- 
cago, Rock Island & Pacific Railway Company. 
E. R. Puffer for Chicago, Burlington & Quincy 
Railroad Company. 


Report of the Commission. 

By the Commission: 
Complainant is a 
posed of 


commercial organization com- 
manufacturers and jobbers in business at 
Davenport, lIa., and its petition herein was filed on 


behalf of one of its members, the T. W. McClelland 


Company, a corporation engaged in the manufacture 


of sash, doors, blinds, and other inside furnishings for 
buildings. It is alleged that rates exacted of the Mc- 
Clelland company by defendants for the transportation, 
during 1909, of numerous carload shipments of cypress 
lumber from Minot and Rome, Miss., to Davenport, Ia., 
were unreasonable and unjustly discriminatory in so 
far as they exceeded the rates contemporaneously in 
force from the same points of shipment to Rock Island 
and Moline, Ill. Reparation is asked. 

Davenport is on the west bank of the Mississippi 
River, opposite Rock Island and Moline. The three 
cities are generally grouped for rate-making purposes, 
and prior to October 1, 1908, the rate for the carriage 
of cypress lumber from Minot and Rome to each of 
them was 21 cents. On the date mentioned the rate 
to Davenport was increased to 23 cents, although the 
rate to Rock Island and Moline was not advanced. De- 
fendants admit that there is no reason for the mainte- 
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nance of a higher rate to Davenport and have stated 
their intention to restore the former relationship, but 
the rate to Davenport has not yet been reduced. 

We are of opinion that the maintenance of a rate 
for the transportation of cypress lumber from Minot 
and Rome to Davenport higher than the rate contem- 
poraneously in force from the same points to Rock 
Island and Moline is unreasonable and unduly dis- 
criminates against traffic to Davenport, and that com- 
plainant is entitled to reparation. At the hearing de- 
fendants questioned the accuracy of amount of repara- 
tion claimed, and agreed that any award of damages 
might include shipments made since complaint was 
filed. No order for reparation will be made at this 
time, and the case will remain open for ninety days 
to enable the parties to file with the Commission an 
exact statement of the amount due the McClelland 
company. An order will now be entered, however, re- 
quiring defendants to cease and desist from the dis- 
crimination against Davenport and to maintain for the 
future rates for the transportation of cypress lumber, 
in carloads, from Minot and Rome to Davenport which 
shall not exceed the rates contemporaneously in force 
to Rock Island and Moline, or either of said points. 


ORDER. 
At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 12th day of December, A. D. 1910. 


Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 

No. 3312. 
DAVENPORT. COMMERCIAL CLUB 
VS. 
THE YAZOO & MISSISSIPPI VALLEY RAILROAD 


COMPANY: ILLINOIS CENTRAL RAILROAD COM- 
PANY: THE CHICAGO, ROCK ISLAND & PACIFIC 
RAILWAY COMPANY; AND CHICAGO, BURLING- 
TON & QUINCY RAILROAD COMPANY. 

This case being at issue upon complaint and an- 
swers on file, and having been duly heard and sub- 
mitted by the parties, and full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and eonclusions 
thereon, which said report is hereby referred to and 
made a part of this order: 

It is ordered, That said defendants be, and they 
are hereby, notified and required, on or before the list 
day of March, 1911, to cease and desist from charging, 
for the transportation of cypress lumber in carloads 
from Minot and Rome, Miss., to Davenport, Ia., rates 
in excess of the rates contemporaneously applied by 
them to the transportation of cypress lumber in carloads 
from said Minot and Rome to Rock Island and Moline, 
Ill., or either of said points. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required, to establish, on 
or before the ist day of March, 1911, and maintain 
thereafter for a period of two years, and apply to the 
transportation of cypess lumber in carloads from Minot 
or Rome, Miss., to Davenport, Ia., rates not in excess 
of the rates contemporaneously applied to the trans- 
portation of cypress lumber in carloads from said Minot 
or Rome to Rock Island or Moline, III. 
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Laundry Soap Rate Unreasonable 


OPINION NO. 1446 
No, 3364. 
(20 I. C. C. Rep., 12.) 
ALBERT STEINFELD & CO. 
vs. 

ILLINOIS CENTRAL RAILROAD COMPANY ET AL. 
Submitted October 5, 1910. Decided December 12, 1910. 
Joint rate of $1.22 on laundry soap from St. Louis, Mo., to 

Nogales, Ariz., in force on the date shipment moved, found, 

in view of the circumstances of this case, to be unreasonable 

at that time. Reparation awarded. 

W. F. Ellsworth for complainant. 

F. C. Dillard and R. S. Stubbs for Southern Pacific 
Company; Morgan’s Louisiana & Texas Railroad & 
Steamship Company; Texas & New Orleans Railroad 
Company; and Galveston, Harrisburg & San Antonio 
Railway Company. 


Report Of the Commission. 
COCKRELL, Commissioner: 

Complainant is a corporation doing business at 
Tucson, Ariz., and asks reparation in the sum of $86.16 
on shipment October 17, 1908, of one carload of soap 
from St. Louis, Mo., to Nogales, Ariz. Complainant also 
prays the establishment of a reasonable maximum rate 
for the future, but that feature was abandoned at the 
hearing. 

The shipment consisted of 71,800 pounds of common 
laundry soap, on which was charged $875.96, at a joint 
rate of $1.22 per 100 pounds, which is alleged to be 
excessive to the extent that it exceeded $1.10 per 100 
pounds. A portion of the town of Nogales is located 
in the state of Sonora, Republic of Mexico, and a 
portion in the territory of Arizona. Nogales, Ariz., is 
the terminus of a branch line of the Southern Pacific 
System, starting at Fairbanks, Ariz., and Nogales, Mex- 
ico, is on the Sonora Railway. The tracks of these 
lines join at the international boundary. 

Effective March 5, 1908, a joint commodity rate 
of $1.10 per 100 pounds, carload, minimum weight 40.- 
000 pounds, from St. Louis to Nogales, Ariz., was 
established, based on the terminal rate from Mississippi 
River points to Pacific Coast terminals, including Los 
Angeles, Cal., and applicable to Guaymas, Mexico, 75 
cents per 100 pounds, plus the local rate of the Sonora 
Railway from Guaymas to Nogales, Mexico. Effective 
August 10, 1908, the rate was advanced to $1.22 per 
100 pounds, the second factor being a transit rate of 
the Sonora Railway applicable from Guaymas to No- 
gales, Ariz., 47 cents per 100 pounds. A transit rate 
in the sense here used is a rate applicable to business 
originating in the United States, transported to Mex- 
ico, and destined to a point in the United States. In 
Supplement No. 19, effective August 14, 1908, to South- 
ern Pacific Tariff I. C. C. No. 25, the rate was reduced 
to $1.10 per 100 pounds, but this supplement, for fail- 
ure to give statutory notice, was rejected by the Com- 
mission, thereby leaving in effect the previous rate 


of $1.22 per 100 pounds. Complainant had directed the 
attention of the carriers to the fact that the $1.22 rate 
was not made on basis of the 75-cent terminal rate and 
the Sonora Railway’s local rate of 35 cents (which 
was actually used instead of the transit rate of 47 
cents) and awaited the effective date of the supple- 
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ment containing the $1.10 rate before the shipment of 
October 17 was made. In Supplement No. 20, effective 
November 9, 1908, the rate was again reduced to 
$1.10. Effective January 18, 1909, the rate was _ in- 
creased to $1.15 to meet an advance in the local rate 
of the Sonora Railway from Guaymas to Nogales, Mex- 
ico. Effective March 238, 1910, the rate was further 
increased to $1.58 per 100 pounds, which is fifth class 
applicable on soap, carloads, in Western Classification, 
and is made on El Paso combination of 63 cents St. 
Louis to El Paso and 95 cents El Paso to Nogales. 
The rate on soap from St. Louis, Mo., to Tucson, 
Ariz., which is 138 miles west of Nogales, was, at time 
of shipment, $1.71 per 100 pounds; the rate is now 
$1.53. The rate on soap, carloads, from St. Louis, Mo., 
to Pheenix, Ariz. is $1.62 per 100 pounds. In the 
case of Maricopa County Commercial Club vs. S. F., 
P. & P. Ry. Co., 19 I. C. C. Rep., 257, the Commission 
established as the fifth-class rate from St. Louis to 
Pheenix $1.43 per 100 pounds. If the rate of $1.43 
prescribed as applicable to Phoenix were applied at 
intermediate points the through rate to Nogales would 
be based on the rate to Phcenix, plus the local rate of 
24 cents from Fairbanks, Ariz., to Nogales, making a 
combination of $1.67; but as that basis is higher than 
the $1.58 rate now in effect to Nogales, the latter would 
not be changed. 

The position of defendants is that the combination 
which established the rate on soap from St. Louis to 
Nogales, Mexico, was the Guaymas rate, water com- 
pelled, and the rate of the Sonora Railway in the 
Republic of Mexico, a government-compelled rate, and 
are not proper factors to be used in determining the 
reasonableness of the joint rate. They consider that 
complainant has an equitable claim, but doubt the le- 
gality of the Commission’s granting reparation, because, 
on account of the fourth section of the amended law, 
the present rate is made on the normal basis of class 
rating, disregarding water competition alleged to make 
the rate to Guaymas, and is not unreasonably high as 
compared with rates prescribed by the Commission in 
the decision above referred to, or with rates on the 
same commodity in contiguous territory. 

If complainant had been alert, inquiry would have 
developed the fact that the lower rate of $1.10 on 
which it had expected to ship had not become effective 
because of failure to give statutory notice. However, 
the fact that a carrier has forwarded to the Commis- 
sion for filing a tariff containing a lower rate is cer- 
tainly to be considered in the determination of whether 
or not the higher rate was unreasonable. 

Defendants since this shipment moved have chosen 
to disregard water competition said to obtain at Guay- 
mas and refiected in the quantum of the rate at 
Nogales, and have established the rate to Nogales 
on the fifth-class basis. A rate reasonable as of to-day 
may have been unreasonable in the past or may become 
unreasonable in the future. It is not necessarily re- 
quired by the law that the rate found to be unreason- 
able at the time of complaint shall be prescribed for 
the future, or that a rate for the future must, as a pre- 
requisite to reparation, be prescribed. Defendants at 
the time shipment moved recognized water competi- 
tion, a combination which was used aggregated $1.10, 
the rate before and after the shipment was $1.10, and 
defendants attempted to establish $1.10 as the legal 
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rate at the time of the shipment. Carriers may meet 
water competition in their own interest, and when 
they choose to regard it a shipper should receive the 
penefit of its recognition. 

In view of all the facts and circumstances of this 
case, we are of the opinion that the rate charged was, 
on the date this shipment moved, unjust and unrea- 
sonable to the extent of 12 cents per 100 pounds, and 
that complainant is entitled to reparation in the sum 
of $86.16, with interest from November 4, 1908. An 
order will be entered accordingly. 

In view of the abandonment by complainant of its 
prayer for the establishment of a reasonable rate for 
the future, and changes of circumstances and condi- 
tions since the shipment was made, no rate for the 
future will be prescribed. 





ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 12th day of December, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 


No. 3364. 
ALBERT STEINFELD & CO. 
vs. 
ILLINOIS CENTRAL RAILROAD COMPANY, MOR-. 
GAN’S LOUISIANA & TEXAS RAILROAD & 


STEAMSHIP COMPANY; TEXAS & NEW ORLEANS 
RAILROAD COMPANY; THE GALVESTON, HAR- 
RISBURG & SAN ANTONIO RAILWAY COMPANY; 
AND SOUTHERN PACIFIC COMPANY. 

This case being at issue upon complaint and an- 
swers on file, and having been duly heard and sub- 
mitted by the parties, and full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, authorized and directed, on or 
before the ist day of March, 1911, to pay unto the 
complainant, Albert Steinfeld & Co., the sum of $86.16, 
with interest thereon at the rate of 6 per cent per 
annum from November 4, 1908, as reparation for an 
unreasonable rate charged for the transportation of 
one carload of soap from St. Louis, Mo., to Nogales, 
Ariz., which rate so charged has been found by this 
Commission to have ben unreasonable, as more fully 
and at large appears in and by said report of the Com- 
mission. 


Combination Rate Unreasonable 


OPINION NO. 1448 


No. 3462. 
(20 I. C. GC. Rep.,.. tT.) 
TEXICO TRANSFER COMPANY 
Vs. 
LOUISVILLE & NASHVILLE RAILROAD COMPANY 
ET AL. 


Submitted October 10, 1910. Decided December 12, 1910. 


The originating carrier filed a tariff naming a through joint 
rate. Connecting lines named therein had not concurred, 
and a higher combination rate was therefore applicable. 
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The combination rate found to be unjust and unreasonable 
and reparation awarded against originating carrier. 


Rufus B. Daniel for complainant. 
R. H. Carrington for Texas & Pacific Railway Com- 
pany. 
Report of the Commission, 


By the Commission: 

Complainant conducts a joint transfer and storage 
business at El Paso, Tex. December 16, 1907, there 
was shipped from Evansville, Ind., to El Paso, Tex., a 
carload of mixed furniture, via the Louisville & Nash- 
ville Railroad to East St. Louis, Ill., and thence 
via the lines of the Missouri, Kansas & Texas Rail- 
way Company and the Texas & Pacific Railway 
Company to El Paso, Tex., consigned to complainant. 
Formal complaint alleging overcharge was filed August 
15, 1910, but the matter had been informally brought 
to our attention July 27, 1909. Charges were collected 
on a combination of,rates based on East St. Louis. 
The rate to East St. Louis was 11 cents per 100 pounds, 
minimum 24,000 pounds; beyond East St. Louis the 
rate was 89 cents; minimum weight 14,000 pounds. 
The charges aggregated $151. The tariffs upon which 
the combination rate was constructed were duly estab- 
lished by the participating carriers. 

Complainant alleges that the rate which should 
have been applied was a joint through rate of 93 cents, 
minimum 14,000 pounds, as published by the Louisville 
& Nashville Railroad Company, and that by reason of 
the application of the combination rate via East St. 
Louis an unlawful overcharge in the amount of $20.80 
accrued. 


The defendants each disclaim liability for the over- 
charge. The Louisville & Nashville Railroad Company, 
in support of its disclaimer, relies on the joint through 
rate of 93 cents referred to above, and says that it 
billed the shipment at that rate and received for its 
haul to East St. Louis its proportion thereof. 

The Southwestern Lines had published and filed with 
the Commission a tariff effective June 29, 1907, nam- 
ing a rate of 93 cents on mixed furniture, in carloads, 
Evansville, Ind., to El Paso, Tex., via the lines over 
which the shipment moved; in this tariff these lines 
were named as participating carriers, but the Louisville 
& Nashville Railroad Company had not at the time 
of shipment filed its concurrence and could not legally 
participate in the 93-cent rate therein named. By sup- 
plement effective November 10, 1907, and prior to the 
movement, the name of the Louisville & Nashville~ 
Railroad Company was stricken from the list of par- 
ticipating Southwestern Tariff. The 
Louisville & Nashville Railroad Company, however, had 
filed a copy of the Southwestern Lines Tariff as of its 
own issue. This tariff so filed named the Missouri, 


earriers in the 


Kansas & Texas Railway Company and the Texas & 
Pacific Railway Company as participating carriers therein, 
but without their consent. 

In Black Horse Tobacco Co. vs. I. C. R. R. Co., 17 
I. C. C. Rep., 588, we had a somewhat similar state 
of facts before us, and we there expressed the view 
that where an initial carrier publishes a tariff naming 
joint rates from stations upon its lines to destinations 
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upon a connecting line, in which tariff the connecting 
line does not concur, the initial line thereby becomes 
responsible to the shipper under its tariff. If the shipper 
is compelled to pay, under rates legally in effect, a 
greater transportation charge than that named in such 
tariff, he may recover from the initial carrier the dif- 
ference if the rate publised by it is found to be rea- 
sonable. The Louisville & Nashville Railroad Company 
in the present instance admits the reasonableness of 
the 93-cent rate, and it assumes at the time of shipment 
that such was the legally established joint through rate. 

Upon consideration of all the facts involved we are 
of the opinion and find that the rate charged was 
unjust and unreasonable in so far as it exceeded a rate 
of 93 cents per 100 pounds, minimum 14,000 pounds, 
and that reparation should be awarded against the 
Louisville & Nashville Railroad Company in the sum 


of $20.80, with interest from January 7, 1908, and it 
will be so ordered. 


We find from an examination of the tariffs that, 
effective February 7, 1910, there was filed a specific 
joint commodity rate of 89 cents applicable via de- 


fendants’ lines, and no order for the future will be 
entered as to the rate. 





ORDER. 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., 
on the 12th day of December, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 


No. 3462. 
TEXICO TRANSFER COMPANY 
VS. 


LOUISVILLE & NASHVILLE RAILROAD COMPANY; 
MISSOURI, KANSAS & TEXAS RAILWAY COM- 


PANY; AND. THE TEXAS & PACIFIC RAILWAY 
COMPANY. 


This case being at 


issue upon complaint and an- 
swers on file, 


and having been duly heard and sub- 
mitted by the parties, and full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 


a report containing its findings of fact and conclusions 
thereon: 


It is ordered, That defendant Louisville & Nash- 
ville Railroad Company be, and it is hereby, authorized 
and directed, on or before the ist day of March, 1911, 
to pay unto complainant, Texico Transfer 


Company, 
the sum of $20.80, with 


interest thereon at the rate 
of 6 per cent per annum from January 7, 1908, as 
reparation for an unreasonable rate charged for the 
transportation of a carload of mixed furniture from 
Evansville, Ind., to El Paso, Tex., which rate so charged 
has been found by this Commission to have been un- 
reasonable, as more fully and at large appears in and 
by said report of the Commission, which 


is hereby 
referred to and made a part of this order. 
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Weight Excessive; Reparation 


OPINION NO. 1445 
No. 3236. 
(20 I. C. C. Rep., 10.) 
WHEELER LUMBER, BRIDGE & SUPPLY COMPANY 
vs. 
ASTORIA & COLUMBIA RIVER RAILROAD COMPANY 
ET AL. 
Submitted October 10, 1910. Decided December 12, 1910 


Where a carload of lumber was weighed twice and showed a 
variation, the weight obtained in weighing car both trucks 
at a time preferred to one obtained by weighing them 
separately. Return of overcharge required. 


P. E. Hoak for complainant. 
Carl S. Jefferson, William Ellis and F. G. Wright 
for Chicago, Milwaukee & St. Paul Railway Company 
Charles A. Hart for Northern Pacific Railway Com 
pany. 
Report of the Commission, 
By the Commission: 


Complainant is a corporation engaged in the manu 
facture and sale of bridge supplies and forest products 
at Des Moines, Ia. It filed its petition April 13, 1910, 
seeking reparation on a carload of fir lumber shipped 
from Rainier, Ore., to Hartley, Ia., February 25, 1909 
The car was weighed on the track scales at Vancouver, 
Wash., March 5, 1909, and a weight of 75,800 pounds 
was reported. At Austin, Minn., March 20, 1909, the 
car was reweighed, and a weight of 78,300 pounds was 
shown. Both of these scalings were performed by reg- 
ular representatives of the Western Railway Weighing 
Association. Defendants applied to this shipment Rule 
810 of Western Trunk Line Circular I. C. C. No. A-122, 
which provides that when a difference is shown of 
1,000 pounds or more between two scalings of the 
Western Railway Weighing Association the second weight 
shall govern. Charges were therefore assessed on 78,300 
pounds, the Austin weight, and the claim is based on 
the excess of 2,500 pounds over the Vancouver weight 
But an examination of the tariffs discloses that this 
rule is not contained in nor is it referred to in the 
commodity tariff naming the rate under which the 


traffic moved, and, therefore, has no application to this 
case. 


Complainant produced no witnesses at the hearing, 


its evidence consisting of affidavits as to the character 
and weight of this and similar shipments, together with 
a letter from the agent of the Spokane, Portland & 
Seattle Railway at Vancouver stating that the car was 
weighed by the regular weighmaster at that point. 
The complaint is directed not to the reasonableness 
of the rule quoted, but to the accuracy of the Austin 
scaling. At Vancouver the car appears to have been 
weighed as an entirety, whereas defendants admit that 
the Austin scaling was made in two drafts; that is 
one set of trucks of the car was placed in the center 
of the scale and one-half of the car weighed, and the 
same method was then used in weighing the other 
half. No actual measurement was made to determine 
that the trucks were exactly in the center of the scale, 
and complainant insists that as a deviation of even a 
few inches from the center would lead to considerable 
inaccuracy, it would be unsafe to accept the weighing 
in two drafts over the single scaling. Complainant 
further shows that the second weight was determined 
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after the car had been long in transit over mountain 
ranges and subject to more or less snow and rain. 
No question was raised as to the Vancouver scaling 
being performed as an entirety and in a competent and 
disinterested manner, and on the record we find that 
the weight there ascertained should govern. 

Defendants have raised the question of the Com- 
mission’s jurisdiction to hear and determine a cause of 
this nature, but we are convinced that their objection 
is not well founded. In Laning-Harris Coal & Grain 
Co. ve. Bt. L. & &. FP. KR. BR. Co, 15 kL ©. C Rep., Si, 
the Commission determined that it has authority “to 
award damages in a case where a carrier collects a 
greater sum on an interstate shipment than is fixed 
by its published tariffs,” and entered an order requiring 
the refund by the carrier of what-is commonly known 
as a Straight overcharge. When a carrier publishes a 
rate in cents per 100 pounds and applies such rate to 
a weight in excess of the actual weight of the shipment, 
the total charges collected are in excess of the amount 
provided by its tariffs, and the Commission may order 
the carrier to refund the amount so exacted. An order 
will be entered requiring defendants to refund the over- 
charge of $13.75, with interest from January 11, 1910. 


ORDER. 
At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 12th day of December, A. D. 1910. 


Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 


No. 3236. 
LUMBER, BRIDGE 
vs. 


ASTORIA & COLUMBIA RIVER RAILROAD COMPANY; 


WHEELER & SUPPLY COMPANY 


THE SPOKANE, PORTLAND & SEATTLE RAIL- 
WAY COMPANY; NORTHERN PACIFIC RAILWAY 
COMPANY; AND CHICAGO, MILWAUKEE & ST. 
PAUL RAILWAY COMPANY. 

This case being at issue upon complaint and an- 
swers on file, and having been duly heard and _ sub- 
mitted by the parties, and full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 


a report containing 
thereon: 


its findings of fact and conclusions 


It is ordered, That the above-named defendants be, 
and they are hereby, notified and required, on or before 
the Ist day of March, 1911, to pay unto complainant, 
Wheeler Lumber, Bridge & Supply Company, the sum 
of $13.75, with interest thereon at the rate of 6 per 
cent per annum from January 11, 1910, as reparation 
for unreasonable charges exacted for the transportation 
of one carload of fir lumber from Rainier, Ore., to 
Hartley, Ia., which charges have been found by this 
Commission to have been unreasonable, as more fully 
and at large appears in and by said report, which is 
hereby referred to and made a part of this order. 
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Corn Rate Condemned; Reparation 


OPINION NO. 1447 
No. 3335. 
(20 I. C. C. Rep., 15.) 
McCAULL-DINSMORE COMPANY 


Vs. 


CHICAGO, MILWAUKEE & ST. PAUL RAILWAY COM- 
PANY ET AL. 


Submitted October 28, 1910. Decided December 12, 1910. 


Rate of 75 cents for transportation of mixed carload of cracked 
corn and whole corn from Elk Point, S. D., to Anaconda 
Mont., found unreasonable and rate of 55 cents established 
for future. Reparation awarded. 

S. J. McCaull for complainant. 

William Ellis and F. G. Wright for Chicago, 
waukee & St. .Paul Railway Company 

F. G. Wright for Chicago, Milwaukee & Puget Sound 

Railway Company. 

John Lind for Butte, Anaconda & Pacific Railway 

Company. 


Mil- 


Report of the Commission. 
By the Commission: 


Complainant is a corporation, with principal place 
of business at Minneapolis, Minn. On February 8, 1910, 
it shipped over defendants’ lines from Elk Point, S. D., 
to Anaconda, Mont., one carload of sacked corn, half 
cracked and half whole, weighing 50,000 pounds, on 
which freight charges were collected by defendants 
at the rate of 75 cents per 100 pounds, amounting to 
$375. It is alleged that the rate was unreasonable in 
so far as it exceeded 55 cents, and reparation is asked. 


At the time shipment moved there was in effect 
via the defendants’ lines a joint rate of 55 cents per 
100 pounds on brewers’ meal, brewers’ grits, brewers’ 


flakes, bran, middlings, shorts, cracked or chopped corn, 
corn meal, hominy, in straight or mixed carloads, from 
the point of origin to destination, and a rate of 50 
cents per 100 pounds on whole corn in straight car- 
loads. The 75-cent rate assessed is a class-D distance 
rate applicable to corn and feed in straight or mixed 
carloads. 

Defendants’ tariffs do not provide for the carriage 
of mixed carloads of cracked corn and whole corn at 
the higher rate on the former article. But it is diffi- 
cult to understand why a 55-cent mixed carload rate 
should be allowed upon the commodities mentioned in 
the foregoing paragraph and denied upon cracked corn 
and whole corn; and no evidence was offered by de- 
fendants at the hearing in support of the reasonableness 
of the higher rate upon the mixture shipped by’ com- 
plainant. x 


Upon consideration of all the facts we are of 
opinion and so find that the rate assesse@ was unrea- 


sonable to the extent that it exceeded 55 cents, and 
that complainant is entitled to reparation in the sum 
of $100, with interest from March 1, 1910. Defendants 


will be required to cease and desist from charging 
their present rate of 75 cents per 100 pounds for the 
transportation of mixed carloads of cracked corn and 
whole corn from Elk Point, S. D., to Anaconda, Mont., 
and to establish in lieu thereof a rate not in excess 
of 55 cents. 

































































ORDER. 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C.,.on 
the 12th day of December, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 

No. 3335. 
McCAULL-DINSMORE COMPANY 
vs. 

CHICAGO, MILWAUKEE & ST. PAUL RAILWAY COM- 
PANY; CHICAGO, MILWAUKEE & PUGET SOUND 
RAILWAY COMPANY; AND BUTTE, ANACONDA 
& PACIFIC RAILWAY COMPANY. 

This case being at issue upon complaint and an- 
swers on file, and having been heard and submitted 
by the parties, and full investigation of the matters 
and things involved having been had, and the Commis- 
sion having, on the date hereof, made and filed a 
report containing its findings of fact and conclusions 
thereon, which report is referred to and made a part 
of this order: 

It is ordered, That the above-named defendants be, 
and they are hereby, authorized and directed, on or 
before the ist day of March, 1911, to pay unto com- 
plainant, McCaull-Dinsmore Company, the sum of $100, 
with interest thereon at the rate of 6 per cent per 
annum from March 1, 1910, as reparation for an unrea- 
sonable rate charged for the transportation of a mixed 
earload of cracked corn and whole corn in sacks, from 
Elk Point, S. D., to Anaconda, Mont., which rate so 
charged has been found by this Commission to have 
been unreasonable, as more fully and at large appears 
in and by said report of the Commission. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required, on or before the 
lst day of March, 1911, to cease and desist, and for 
a period of two years thereafter to abstain, from charg- 
ing, demanding, or collecting or receiving their present 
rate of 75 cents per 100 pounds for the transportation, 
in mixed carloads, of cracked corn and whole corn, 
from Elk Point, S. D., to Anaconda, Mont. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required, on or before 
the Ist day of March, 1911, to establish, and for a 
period of two years thereafter to maintain and apply 
to the transportation, in mixed carloads, of cracked 
corn and whole corn, from Elk Point, S. D., to Ana- 
conda, Mont., a rate not in excess of 55 cents per 
100 pounds. 


Shipper’s Routing; No Reparation 


OPINION NO. 1442 
No, 3252. 
(20 I. C. C. Rep., 1.) 
EMPIRE WALL PAPER COMPANY 
Vs. 
BOSTON & MAINE RAILROAD ET Al. 
Submitted September 19, 1910. Decided December 12, 1910. 


Under the circumstances disclosed by the record in this case 
the Commission is unable to find that the initial carrier 
was under the duty of routing the shipment other than as 
a a in the shipper’s instructions. Complaint dis- 
missed. 


Lewis Voight, Jr., 
plainant. 


and William J. Jones for com- 
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Edgar J. Rich, by Edward A. Haid, for Boston & 
Maine Railroad. 


Report of the Commission. 
CLEMENTS, Commissioner: 

Complainant corporation asks reparation amounting 
to $25.59 for alleged misrouting of a carload of paper 
hangings shipped September 18, 1908, from Worcester, 
Mass., to St. Louis, Mo. Complaint was filed April 25, 
1910. The shipment was delivered to the Boston & 
Maine Railroad at Worcester, the car being loaded 
upon one of its switch tracks. The instructions given 
by the shipper were as follows: “B. & M., Cumberland 
Gap Desp.” It was the intention of the shipper, un- 
derstood by the carrier, that the above instructions 
called for the transportation of the shipment via the 
Boston & Maine Railroad and the steamship and rail 
lines forming the through route known as the Cum- 
berland Gap Despatch. The shipment was carried by 
the Boston & Maine Railroad from Worcester to Boston, 
Mass., where it was delivered to the Cumberland Gap 
Despatch lines for further transportation to St. Louis. 
Via the route the shipment moved the rate published 
and collected was 53 cents per 100 pounds. 

On the date of the movement of this shipment the 
Boston & Maine Railroad had in effect a rate of 1% 
cents per 100 pounds for the transportation of property 
in carloads from its tracks to its connection with the 
New York, New Haven & Hartford Railroad at Worces- 
ter. At the same time the Cumberland Gap Despatch 
had in effect a rate of 45 cents from points on the 
New York, New Haven & Hartford Railroad at Worces- 
ter to St. Louis, Mo., via the New York, New Haven & 
Hartford Railroad to Providence, R. I., and the Cum- 
berland Gap Despatch bevond. The tariffs naming this 
rate further specified that switching charges of the 
Boston & Maine Railroad at various points, including 
Worcester, should be absorbed in the 45-cent rate. 
The New York, New Haven & Hartford Railroad, how- 
ever, appears not to have been a party to the last- 
mentioned tariffs, the offer really being that the Cum- 
berland Gap Despatch operating from Providence to 
St. Louis would absorb the cost of bringing the prop- 
erty from Worcester to Providence. 

It is the complainant’s contention that the Boston 
& Maine Railroad, under this state of facts, was legally 
bound to switch the shipment in question to the New 
York, New Haven & Hartford Railroad at Worcester 
for transportation via Providence under 
rate. This contention we cannot sustain. The routing 
instructions given were followed. No rate was indicated 
in the instructions nor was the initial carrier in any 
way notified that the shipper looked to it to secure a 
lower rate via any other route than the one indicated. 
Upon these circumstances we do not find that the 
initial carrier was under the duty of routing the ship 
ment other than as indicated in the shipper’s instruc- 
tions. 


The complaint will be dismissed. 


the 45-cent 


COMMISSION RESTRAINED ON ACCOUNTING RULES. 

A temporary restraining order has been issued by 
the United States Circuit Court for the Northern Dis- 
trict of Illinois, preventing the Interstate Commerce 
Commission from enforcing its uniform accounting rules 
on the Goodrich Transit Company. The question wil! 
now go to the Commerce Court for further consideration. 
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OUTLOOK FOR 1911 1S GOOD 


1911 





Crop and Tonnage Prospects Appear Satisfactory 


—Railroad Progress Seems to Wait 
on Rate Decision 





The material outlook for the year 1911 is good, very 
good. 

This is the universal opinion of the railroad and com- 
mercial representatives who have contributed to the an- 
nual review and forecast for THrk TRAFFIC WORLD. 

The spirit of is frankly admitted by 
writers in both camps, seems to have had a rather hard 
time of it in 1910, and railroad men feel that progress in 
transportation must wait upon the decision of the Inter- 
Commerce Commission in the rate advance cases 
and the clearer atmosphere that the settlement of these 
great conflicts is expected to bring. 


harmony, it 


state 


As was the case last year, in asking for an expres- 
sion of opinion THe TrRArric WorRLD suggested several 
questions that it thought would be of general interest. 


As will be noted in the articles that follow, many of the 


writers amswered these categorically. The questions 
were: 


1. What has been 
relation 


the most significant development 


in the between shippers and carriers during 
1910? 
2. Is the tendency toward conference 


flicting interests growing or lessening? 


between con- 


3. What has been the general traffic and industria! 
situation in your territory during 1910? 

1. Do you think the effect of the amended commerce 
act will be to retard or promote a healthy transportation 
or industrial growth? 

5. What is the general outlook for 1911? 
any additional railroad construction 
planned for in your territory? 

7. What new legislation on transportation problems 
is needed and should any now existing be repealed? 

8. Do you favor the transfer of control over intra- 
the Interstate Com- 


6. Is being 


state transportation regulation to 
merce Commission? 


The replies follow: 


LAW HURTS RATE FLEXIBILITY 
By F. A. Delano, 


President Wabash Railroad Company. 


1. I shou’d say the most significant development has 
been due to the requirements of the Mann-Elkins Act, 
giving the Interstate Commerce Commission the privilege 
of holding up rates for ten months, making a total period 
of eleven months from the time rates are filed. Pre- 
sumably this long period of time was insisted upon by 
the shippers; and, if so, it was one of the most short- 
sighted things ever done by the shippers. Giving this 
long period of time and putting the burden on railroads 
to prove the reasonableness of rate advances, means that 
no be advanced except at the end of a long 
This will have the effect of making rates abso- 
lutely inflexible. The shippers, in order to be properly 
represented, have to have one or more bureaus in every 
large town or city, with a traffic manager, a lawyer and 
a secretary. These men bear the same relation and per- 
form much the same functions to commercial interests 


rates Can 
lawsuit. 
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that the walking delegate has for years performed to 
the labor unions, and I fear that the railroads and the 
shippers are really getting further apart, instead of 
closer together. 

2. Is the tendency towards conference between con- 
flicting interests growing or lessening? 

See answer to question one. 

3. What has been the general traffic and industrial 
situation in your territory during 1910? 

See answer to question one. 

4. Do you think the effect of the amended com- 
merce act will be to retard or promote a healthy trans- 
portation or industrial growth? 

See answer to question one. 

5. What is the general outlook for 1911? 

I think there will be a pretty fair volume of busi- 
ness done in 1911. I think net earnings will be less 
than in 1910. So far as improvements and extensions 
are concerned, it will be a very quiet year. 

6. Is any additional railroad 
planned for in your territory? 

See answer to question five. 

7. What new legislation on transportation problems 
is needed and should any now existing be repealed? 

I do not think we need any new legislations The 
whole country—and railroads especially—need a rest. 

8. Do you favor the transfer of control over intra- 
state transportation regulation to the Interstate Com- 
merce Commission? 

I should be very glad to see the affirmation of the 
Minnesota decision. I do not object to local regulation 
of railroads by towns, counties or states; but when the 
state, by fixing rates on, perhaps, 10 to 20 per cent of 
the total traffic of the railroads, fixes the rates on the 
other 80 or 90 per cent, I think an injustice is done. 


construction being 


CONFERENCES ARE LESS SUCCESSFUL 


By E. D. Sewall, 
Assistant to the President, Chicago, Milwaukee & St. 


Paul Railway Company. 


1. The opposition of commercial bodies to the rea- 
sonable advance in freight rates, was the most significant 


development in the relations between carriers and 
shippers during 1910. 
2. The tendency toward conferences between con- 


flicting interests is growing, but the favorable outcome 
of such conferences is decreasing. 

3. The general traffic and industrial situation during 
year has been fairly satisfactory. The movement 
of lumber has been below the normal, but other lines of 
business have been well up to the average. 

4. The effect of the amended Commerce Act will 
doubtless be to retard healthy transportation and _ in- 
dustrial growth until and unless the decisions of the 
Commission indicate their willingness to place a liberal 
construction the provisions in connection with 
which they have discretion. 

5. The genera] outlook for 


the 


upon 


1911 is not satisfactory. 


Large business interests are awaiting the decisions of 
the United States Supreme Court in the Standard Oil 
and American Tobacco cases, and the transportation 


companies are awaiting the action of the Commission in 
connection with advances in certain commodity rates. 

6. We have no matured plans for railroad construc- 
tion for next season. Work of this kind is awaiting 
relief in the lines above indicated. 















































































7. New legislation on transportation problems is to 
be deplored. We have a surplus of legislation, national 
and state, already, and the repeal of any existing legis- 
lation is doubtless out of the question until the injurious 
effects thereof become apparent to the public. 

8. It would be obviously to the advantage of the 
carriers to be subject to the rules of the minimum num- 
ber of public officials. 


—_——— 


TIME NEEDED FOR READJUSTMENT 


By “Transcontinental.” 


The most significant feature respecting the relations 
between shippers and carriers during the past year has 
been, to my notion, (a) the multiplication of complaints 
to the Interstate Commerce Commission against existing 
rates, and, (b) the resistance to changes in rates pro- 
posed by the carriers, founded chiefly upon the notion, 
which has become widespread, that the public has the 
lawful right to determine, not only what kind of service 
the railroad company shall perform, but what the buyer 
of the service shall pay for it, because in all cases it is 
the shipper—merchant or manufacturer—who is con- 


cerned in the matter and whose convenience or interest 
is involved, 


In the territory with which I am mostly acquainted 
the disposition of the buyers of transportation to confer 
with the sellers of transportation has lessened, except 
upon the initiative of the carrier. 


In the territory served by the transcontinental lines 
the crops have been fairly good, and perhaps with the 
exception of lumber, the movement of traffic has been 
above the average. 


I think it is early to prognosticate on the effect of 
the amended interstate commerce act. The change in 
the relation between the carrier and the public has been 
rather sudden and violent. It will take time for both 
sides to adjust themselves to the new conditions upon 
fairly reciprocal terms. So far, the change has been hurt- 
ful to the carrier and I am unable to see that it has been 
helpful to the public, but, of course, this friction must in 
time cease. In just what way, or at what time the better 
understanding will be reached, I am not able to prophesy. 


So far as the productiveness in the territory served 
by our lines has developed, the outlook is good, but it 
is too early to speak confidently as to the crops of 
cereals and deciduous fruits and, consequently, of general 
business. There is a great deal of railroad construction 
under contemplation in our territory, but details cannot 
now be discussed. 

I think it is early for any railroad officer to express 
himself confidently on the question of what new lezisla- 
tion on transportation problems is needed and what exist- 
ing laws should be repealed. Generally, I think the sug- 
gestion of President Taft that Congress and state legisla- 
tures should call a halt for the time being and give the 
railroads a rest and the country time to adjust itself to 
the new conditions, is a good one. 

Mr. Cooley, the first chairman of the Interstate Com- 
merce Commission, expressed himself to me not very long 
after the Interstate Commerce Commission began_ its 
work, that he foresaw the inevitability of the general 
government taking control of interstate transportation. 
In his judgment, the transportation interests of the state 
and of the nation were so interwoven as to require this. 
I believe the history of the conduct of the Interstate 
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Commerce Commission and the result therefrom justify 
the wisdom of Chairman Cooley’s forecast. 





CO-OPERATION THRIVES IN PITTSBURG 


By Ira S. Bassett, 
Traffic Manager Chamber of Commerce of Pittsburg, 


1—2. Would say that the shippers and cariers of this 
district are working on a co-operative basis more and 
more each month. Conferences are held and subjects in- 
volved are speedily adjusted. 

3. We believe that our tonnage from this district 
will exceed that of 1909. 

4. We believe that the amended commerce act will 
promote a healthy transportation and industrial growth. 

5. The general outlook for 1911 is good. 

6. The Western Maryland and the Pittsburgh & 
Lake Erie, of the New York Central Lines, are building 
a connecting link which will mean considerable to this 
territory. 

7. We are satisfied with the present legislation and 
are hopeful that it will not be disturbed for a year or 
two at least. 

8. I do not feel that the control of intrastate trans- 
portation should be given over to the Interstate Com- 
merce Commission, but that each state should have an 
efficient State Railroad Commission. 


——_— 


TRAFFIC CLUB GROWTH A BOON 
By Oscar F, Bell, 
Traffic Manager Crane Company. 


To my mind the most significant development during 
the year 1910 in the relations between carriers and 
shippers is the continued growth and extension of traffic 
and transportation clubs in which both the representa- 
tives of the carriers and the shippers have part. 


The result of the operation of the new amendment 
of the interstate commerce law, and of the efforts of 
the carriers to increase their revenues by advances in 
rates, has been to bring about conditions which are not 
conducive to harmony and which have strained the rela- 
tions between the carriers and the shipping public as 
a whole. 

Notwithstanding this state of affairs, however, by 
means of the personal acquaintance and comradeship 
fostered by the daily meetings over the lunch table and 
at the functions of the traffic clubs, personal, friendly 
relations have been maintained, and, beyond doubt, many 
differences between individual or groups of shippers and 
the carriers have been talked over and adjusted, which 
would otherwise have been referred to the courts or the 
railroad commissions and fought out in a hostile spirit. 
As I said to President Taft on March 17, 1910, when he 
visited the rooms of the Traffic Club of Chicago, we—that 
is, the club members—cannot expect to settle ail of our 
differences without a fight; but there is no doubt that the 
friendly relations established by means of our club can- 
not be otherwise than beneficial to all concerned. 

Much as it is to be deplored, the general tendency 
nowadays appears to be towards court processes instead 
of conference and negotiation. While during recent 
months there has not been shown by conflicting interests 
the same “get-together” spirit that was evinced in larger 
measure after the passage of the Hepburn amendment 
to the interstate commerce act, yet there have been some 
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exceptional cases where conference has been substituted 
for fighting in the courts—notably, the familiar Illinois 
switching matter, which appears to be in a fair way of 
settlement outside of court. 

So far as my observation goes, the business of the 
country during the year 1910 has been very good—larger 
than for any previous year in some lines, with a lessened 
percentage of profit. With the enormous crops that were 
raised in 1910 and are yet in great volume to be carried 
to markets, either as grain, live stock or mill products, 
I can see no reason for anticipating anything but a pros- 
perous year for 1911 for all, including the railroads. 

Although the demand for iron and stee] materials is 
now considerably lessened, and although complaint is 
made that general business in some sections of the 
country, particularly in the East, is depressed, yet the 
people of the West are prosperous, and their prosperity 
must be reflected in improved conditions for the rail- 
roads, whether or not the carriers get increased rates. 

We have had a great deal of legislation on interstate 
commerce lately, and I believe the amended interstate 
commerce law should be tried out thoroughly before any 
new legislation is attempted, and an opportunity given 
to the railroads and the people to solve the problems 
which now confront them. I have one exception in mind 
with respect to new legislation, and that is in regard to 
bills of lading. I think Congress should make a law 


governing bills of lading, and that the various states’ 


should enact laws in line with the recommendations on 
the subject of the commissioners on uniform state laws. 

I believe that it will take several years to bring 
about smooth and harmonious operation under the new 
conditions, but the final result will be helpful to a healthy 
transportation and industrial growth of the country at 
large. 

I do not believe that the control over intrastate 
transportation should be taken away from the states and 
vested in the federal government, although I have felt 
at times that the conditions brought about by the con- 
flict between state and national] authority were distinctly 
bad. 


_—_ 


MUTUAL DEPENDENCY NOW PUBLIC 


By John M, Glenn, 
Secretary Illinois Manufacturers’ Association. 


1. The most significant development in the relation 


between the carriers and shippers during 1910 has been‘ 


the bringing out of the fact that the carriers are just 
as dependent upon the public as is the manufacturer or 
merchant or other business man. The carriers knew this 
all the time, at least those railroad presidents knew it 
who had their ears to the ground, but the public never 
quite realized the situation and it has more confidence 
in its ability to regulate the railroads than ever before. 
The uncovering of this idea, or to be more definite, the 
knowledge of this fact, is the danger in the situation and 
or to be more definite, the 
it would probably be better if this power was still latent 
so far as the public is concerned. As long as the carriers 
knew they were dependent it kept them within bounds. 
2. As to whether the tendency toward conference 
between conflicting interests is growing or lessening 
there seems to be very little difference. For a. number 
of years the carriers have preached conference, but when 
they wanted to put anything over they tried to do it. I 
do not think the public generally has much confidence 
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in the confidence agitation. It has been most thoroughly 
advocated by some of the most prominent men in rail- 
road circles and when rates were advanced and the ques- 


tion came up early last summer, some of those very men 
refused to confer. 


The situation is somewhat peculiar. The men who 
have control of the roads boast that they are not stock- 
holders only to the extent necessary to maintain the 
position they occupy. The railroads are owned by the 
public and the men whe control the roads are opposing 
the public. Can this condition long obtain? If a man 
has not faith in a property will he invest his money in it? 
Is not the reason why railroad executives do not buy 
railroad stocks because they have not faith in the prop- 
erty they are managing? The management of almost 
every institution in the industrial world is constantly 
endeavoring to interest its employees in the purchase of 
stock in the concern. Two of the great industrial houses 
of the United States are at this very moment attempt- 
ing to rival each other in the inducements they offer 
their employees in the way of stock. 


3. The general traffic and industrial situation in Illi- 
nois is growing very rapidly. Some of the railroads know 
this is true and are meeting it; some know it is true 
and are ignoring it and some have not found it out. 
The railroad business is like any other line. It has its 
live ones and its dead ones, but it has one peculiarity. 
The live ones are always trying to carry the dead ones 
on their backs. In “Pilgrim’s Progress,” Christian Bun- 
yon’s famous hero had to carry his own burden. He 
could not get anyone to do it but the sleeping-at-the- 
switch carrier can always get the active and alert rail- 
road to go before Congress or the courts and fight for 
it just as hard as it fights for itself. Illinois will eventu- 
ally be the great industria] center in the United States 
and it will also be the greatest traffic-producing center 
in the United States. It will be reached, sooner or later, 
and the goal will be attained in the proportion that the 
railroads and the industries pull together. 


4. The amended interstate commerce act will permit 
a healthy growth, both as to the transportation companies 
and the industries. Such a situation that legislation 
should be required ought not to exist. The results should 
be obtained without legislation, but experience has proven 
that transportation progress can only be obtained through 
passing laws. No one can deny this. 

5. The general outlook for 1911 is good and it will 
be a lot better if all the socksless Simpsons in the rail- 
way world could be bottled up. So far as the public is 
concerned it is generally willing to overlook the sins of 
omission and commission the railroads have committed 
in the past if they will only run their business from now 
on like white men. 

6. Considerable railroad construction, especially that 
having to do with double tracking and enlargement of 
yards and the like, is being held up on account of the 
rate question. It does not seem to me that the rate 
question should have very much to do with it. It is a 
question of money. Have the railroads the money? For 
instance the Burlington road claims that the increase in 
rates will give it but $800,000. Now, as I understand 


the confidence that the $800,000 increased revenue would 
give the public in the railroad would enable the road to 
raise enough money to do several million dolars’ worth of 
work. Let any business man ask himsef what will be 
the result of such a policy in the end. 
















































































































































































































































































7. No new legislation on transportation problems is 
needed now, so far as I am able to judge. We may think 
we need some, but it would be a good deal better to drop 
the matter for the present. There is a tendency toward 
too much legislation. When I was a boy I noticed that 
the best school teacher was the one who had the fewest 
rules. [I think that this is true in any walk of life if 
you are dealing with honest men. 

8. Why should the Interstate Commerce Commission 
be given control of our intrastate business? I am not a 
state’s rights man, but I do not see why all the power and 
authority should be centered in the federal government. 
It would help the industries if a lot of the statutes of 
the various states could be made uniform and if the 
various legislatures would stop passing laws. 


HARMONY MEETS HARD SLEDDING 
By H. G. Krake, 


Commissioner, Business Men’s League of St. Joseph, Mo. 


1. The move by the carriers for a general advance 
in freight rates, and the resistance thereof on the part 
of the shippers, represent, in my opinion, the most sig- 
nificant development in 1910 in relations between these 
interests. 

2. The “get-together” policy advocated so strongly by 
a number of railroads in the latter part of 1909 and early 
in 1910, seems to have encountered “hard sledding” in 
this year, so that instead of getting closer together in 
the working out of problems of rate adjustment, the tend- 
ency in recent months has been to submit practically all 
important questions of difference to the Commerce Com- 
mission. This departure from the plan that had been ad- 
vanced by the railroads, and had received the approval of 
shippers, was perhaps the outgrowth more or less of the 
passage of amendments to the commerce law. But what- 
ever may have been the controlling influence, the de- 
parture by the carriers from the established custom of 
conference with their patrons in matters of this kind has 
caused the year 1910 to stand out conspicuously in re- 
spect of complaints and hearings before the Commerce 
Commission. 

Commenting on the tendency of the carriers in the 
recent past to turn away from the get-together idea pre- 
viously advocated by them, it may be well to view the 
situation in the direction of the vast amount of new light 
thrown upon the affairs and problems of both carriers 
and shippers in the conduct of hearings before the Com- 
mission, and in the decisions rendered by that body. Ali 
this may have been a necessity, and but a step in the 
working out of a plan for ultimate closer co-operation be- 
tween these interests, or that in the absence of a clearer 
understanding of governmental control and regulation, as 
expressed in the commerce law and interpreted in de- 
cisions and rulings of the Commission, the getting-to- 
gether movement talked of would have been too much 
like groping in the dark to be effective. Regardless, how 
ever of what inspired a so radical change in 1910 from 
the established order, the writer would venture the pre- 
diction that once again the “get-together” slogan will be 
sounded and that when it is—and when again the car- 
riers and shippers come together for solution of ques 
tions of common interest—more equitable conclusions will 
be reached than have been obtained at all times in the 
past, for there will be greater tolerance of the views and 
the needs of the other side and less jockeying for advan- 
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tage. And, too, having available a tribunal to which 
either may finally appeal and plead in case of failur: 
to agree, ought to stimulate and encourage conferenc: 
between carriers and shippers in an effort to harmoniz: 
differences before turning to the court of higher resort 
In such conferences there is afforded greater opportunity 
to give and take than is possible to inject into a forma! 
hearing. 

3. During the year 1910 business in this territory 
has been normal—perhaps above normal, taking a period 
of five years for comparison. Crops on the average wer 
good and trade generally satisfactory. There has, how 
ever, been a falling-off in building construction, but this 
loss was made up in business expansion in other direc 
tions. 

4. I do not at this time see why the amended com 
merce act should retard transportation or industrial 
growth; and when conditions are fully adjusted to the 
new order, the changes on the whole will, I believe, prove 
beneficial to all. 

5. In so far as it may be forecast at this date, the 
outlook for 1911 is on the whole favorable. In the 
absence of development of unfavorable crop conditions 
and with a restoration of building activities, the year 1911 
ought to be the most prosperous in the history of this 
territory. 

6. But a small amount of new railroad construction 

is under way in this territory, and additional construction 
in a limited way only is being planned. In both instances 
these undertakings are in the hands of new companies. 
I have no knowledge of construction of new lines con- 
templated by the older companies. 
7. I feel that the transportation legislation we now 
have should be well tried out before asking for additional 
legislation or for the repeal of such as we have—except 
that of government supervision or oversight in the issue 
of new securities, 

8. To the extent of securing harmony where staie 
rates have a direct bearing upon interstate rates, I would 
favor federal control over intrastate rates; in any event. 
a close co-operation between interstate and state author- 
ities in fixing rates, classification, rules and regulations, 
would be mest beneficial. 


RATE-MAKING SUFFERS PARALYSIS 
By E. J. McVann, 
Manager, Traffic Bureau, Commercial Club of Omaha. 


1. The most significant development in the traffic 
world in the year 1910 has been the apparent paralysis 
of the traffic departments of all the railroads involved 
in the proposed advances. Ever since the advance-rate 
eases have been before the Commission, it has been 
impossibile to obtain consideration for any change in 
rates, rules and regulations. I do not undertake to say 
ihat this is a result of deliberate plan or purpose on 
the part of the railroads. It may be that the responsi 


ble officers feel that it is impossible for them to make 


any move affecting their rates and practices until the 
broad question of the advances has been settled. What- 
ever the underlying reason may be, the effect 
and, answering 


2. My personal opinion is that the situation out- 
lined in answer to No. 1, has had a tendency to weaken 


the belief of the shipping interests in the advisability 
of conference with the railroads. 
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3. The general industrial situation in the trade 
territory tributary to the city of Omaha has been ex- 
cellent during the year 1910. The country has raised 
good crops and has been a liberal purchaser of the 
wares that are offered for sale by our jobbers and 
manufacturers, and the resulting movement of business 
has given the railroads in this section as much tonnage 
as they could care for comfortably. The traffic situa- 
tion has, of course, shared the bad conditions outlined in 
No. 1, and resulting from the general paralysis caused 
by the insistence of the carriers on advances in their 
rates. 

4. It is impossible to forecast at this time the ef- 
fect of the amended commerce act. Two features of it, 
viz.: the power of suspension of tariffs, and the new 
long and short haul clause, are so far-reaching in their 
effects as to be almost revolutionary. We must await 
the result of the application of these sections to the 


business of the country before we can tell what the 
effect of them will be. 


5. The general business outlook for 1911 in this 
territory could not be better, and the feeling of confi- 
dence that permeates our people generally is reflected 
in the preparations that are being made to handle in- 
creased business during the new year. 


6. There is considerable new railroad mileage un- 
der construction in our immediate territory by the 
Burlington, Northwestern and Milwaukee systems. There 
is also in contemplation the immediate beginning of two 


important interurban electric railways radiating from 
Omaha. 


7. The only new railroad legislation that is neces- 
sary at this time is a national maximum freight rate 


law to stop the wholesale, indiscriminate, and largely 
ill-advised advances made during 1910 in railroad rates, 
without knowledge of business conditions and without 
even superficial attempt to gain that knowledge. Perusal 
of the condition of the suspension docket of the Inter- 
state Commerce Commission is sufficient to convince 
anyone with knowledge of the general situation that 
the feverish desire to advance has run away with or- 
dinary good sense and business discretion. With this 
exception, no changes should be made in the present 
laws except by way of that modification that practical 
experience with the new conditions may render neces- 
sary, and certainly no new legislative conditions should 
be created until the country has had a chance to find 
out what the present situation really means. 

8. This question of federal control of state com- 
merce is too big and broad to be treated off-hand in any 
such expression as is contained in this letter. It is a 
question that the United States Supreme Court may go 
far to settle by its decisions upon litigation that is now 
pending before it, and it would be unwise for anyone 
to hazard any opinions on the subject while that liti- 
gation is pending, and before we receive the word of 
the highest authority as to the limitations of the federal 
power in this connection. 

As a general concluding paragraph, may I repeat 
what I said to the Toledo Transportation Club a year 
ago, that little can be accomplished in the very de- 
sirable direction of the promotion of co-operation be- 
tween the railroad and shipping interests until an 
honest and earnest effort is made by the railroads to 
eliminate some of the causes of antagonism. If this is 
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done, I feel the utmost confidence that the shipping 
public will welcome the opportunity to establish more 
friendly relations with the great railroad interests. 





PREJUDICE ABSENT IN RATE CASES 
By Frank B. Montgomery, 


Traffic Manager, International Harvester Company. 


The most significant development in the relation 
between shippers and carriers during the past calendar 
year, to my mind, is the attitude of both sides in the 
proposed general rate advance that has been submitted 
to the Interstate Commerce Commission. With no 
material exception, the case has been presented calmly, 
without undue prejudice, and with an apparent desire on 
both sides to present all of the facts to the Commission. 

I do not notice an increased tendency towards con- 
ference between shippers and railroads, though it is clear 
to many that such methods must eventually prevail. 

It is my personal belief that the amended commerce 
act will be an immense aid in the promotion of healthy 
transportation and industrial growth and with the excep- 
tion of leglislation on securities there seems to be little 
necessity or desirability for new legislation along this 
line until, at least, we have tried the present Act awhile. 

It is not clear to this writer how under present 
legislation the Interstate Commerce Commission can 
have control over intrastate regulation, and I have no 
fixed opinion on the subject. 

It can be positively stated that this country is still 
in need of transportation facilities and many thousands of 
miles of railroad may yet be constructed on a highly re- 
munerative basis, therefore in regulating common carriers 
the government will undoubtedly exercise its control along 
safe, conservative, and yet efficient lines, so that no 
desired development may be retarded but what construc- 
tion is had may be done along honest lines and the 
money honestly devoted to the purpose for which it is 
raised. 


ALIVE TO IMPORTANCE OF RATES 


By George A. Wrightman, 
Secretary, lowa State Manufacturers’ Association. 


1. The united opposition of the shippers to the 
sweeping advances proposed by the carriers has been 
the most significant development in the relation between 
shippers and carriers during 1910. This is the first time 
in the history of the United States when the shipping 
world has shown a proper appreciation of the impor- 
tance of their transportation. This appreciation has 
enabled them to organize and present a united front over 
the entire country. 

2. I believe the shippers have during the past year 
shown less tendency to confer with the carriers, and 
I believe the reason for this is that they have at last 
worn out their patience with these conferences, which 
have almost always proved to be futile in the past. The 
earriers have not respected the organization, or the rep- 
resentatives of the shippers, and heretofore they have 
not feared them, because they have felt that they could 
depend upon the various branches of government, state 
and national, to protect them from the people. 

3. What has been the general traffic and industrial 
situation in your territory during 1910? 

Our industries have prospered and so also have our 
























carriers. Our shippers have shown a tendency to unite 


and make common cause against the failures and appres- 
sions of the carriers. There is also very plainly notice- 
able in Iowa and in the West generally a tendency of 
the railroad officials to get in closer touch with the peo- 
ple, and become personally known to them. High officials 
of our railroads, who have heretofore been simply names 
to the people generally, are making handshaking tours 
through the country, and appearing at meetings which 
they have encouraged, to speak to the people and get 
acquainted with them. Their pictures and sketches of 
their lives and characters are seen almost daily in the 


papers. This is something unknown heretofore, and is 
a move in the right direction. They have evidently 
become convinced that they must become acquainted 


with their patrons. After awhile they may actually study 
the science of transportation, and try to make their rail- 
roads carrying industries instead of pawns in the finan- 


cial game. Who knows? 


4. The amended interstate commerce act is a step 
in the right direction, and hence is best for the trans- 
portation interests as well as the industrial interests. 
The right direction is such a regulation of our carriers 
as will make them the carriers of the people and the 
people’s goods, with the highest possible efficiency at 
the lowest possible cost. Since the carriers themselves 
have failed to work toward this goal, the government 
would be inexcusably lax in its administration if it did 
not endeavor to direct the carriers toward such efficiency 
and economy. 

5. The general outlook for 
of the present development. 
any extraordinary change. 


1911 is a continuation 
I do not see any signs of 


6. Is any additional railroad construction being 
planned for in your territory? 
Yes. Although Iowa is probably the best served 


transportation territory in the United States, there are 
still a few connecting links missing here and there. Most 
of these are either proposed or under construction. 

7. The most important transportation legislation now 
needed is proper regulation of the financing of our trans- 
portation systems. The commission appointed by the last 
session of Congress to investigate transportation finance 
and report is most decidedly the right direc- 
I do not now think of any important part of the 
existing interstate 
demanded by present conditions. 


a step in 
tion. 
law whose 


commerce repeal is 


To Consider Rates from Velasco 


Austin, Tex., January 6—The State Railroad Com- 
mission has announced that it will hold a hearing next 
Tuesday, January 10, on the question of adopting the 
following order with respect to rates from Velasco: 

“The rates between Galveston and points in Texas 
shall be observed as maximum on shipments between 
Velasco and such points in Texas, observing the follow- 
ing exceptions: Between Velasco and points on the 
Gulf & Interstate Railway of Texas, south of Beaumont; 
between Velasco and Beaumont or Orange (intermediate 
points between Beaumont and Orange not affected by 
this exception); between Velasco and points on the Gulf, 
Colorado & Santa Fe Railway, south of Arcola.” 
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COMMISSION 


THE MONETARY 


Its Purpose and Personnel—Has Published Im- 
portant Treatises on American and 
Foreign Banking 





From time to time announcement is made that 
the Monetary Commission is about to issue a pamphlet 
or a book bearing on some phase of the money ques- 


tion, and occasionaly some member of the commission, 


usually Senator Aldrich (R. I.), the chairman, or Rep. 
Vreeland (N. Y.), the vice-chairman, delivers an ad- 
dress to a gathering of bankers or business men. Aside 


from this, little is known by the public of the work 


of rehabilitating our currency and revising our monetary 
system now wholly in the hands of this commission. 
Yet in many respects it is the most unique and pos- 
sibly the most important commission of the kind in 
the history of the government. Certainly 
takes it seriously, as is demonstrated in the fact that 
it has endowed it with powers enjoyed by no other 
body. Created May 30, 1908, for a period of six years, 
the Monetary Commission during that time is authorized 


Congress 


to use whatever sum it may consider necessary for 
its work, which is immediately available, and is paid 
from the United States treasury on the audit and 
order of the chairman or acting chairman, and such 
audit and order is conclusive and binding upon all 
departments as to the correctness of the accounts of 
such commission No authority but Congress can call 


for the accounts of the commission or question them in 
any way. 


The Monetary Commission is charged with the duty 


of reporting to Congress “what changes are necessary 


or desirable in the monetary system of the United 
States or in the laws relating to banking and cur- 
rency.” To that end it is empowered to sit at any 


time or place desirable, as a whole or through sub- 
commissions, compel the attendance of witnesses and 
the production of papers, administer oaths, and to em- 
ploy such persons as it may find necessary. Under 


these plenary powers the commission has already visited 


foreign countries, through sub-commitees and _ individ- 
uals, even going to the length of having set interviews 
with foreign bankers stenographically reported. Experts 
of all countries have been employed to write on finan- 
cial subjects with which they were most familiar, 
generally the banking business of their own country, 
and already some forty volumes have been issued by 


the commission and others are in type or preparation. 
When this work is completed the United States will 
have a financial library of a character unequaled in 
any other country. 

The compilation of this data may be regarded 
as a preliminary step, and more than two years have 
been expended on it; the real work of the commission 
may be said to be awaiting the retirement from the Sen- 
ate of Senator Aldrich, who expects it to be the crown- 
ing achievement of his long and eminently successful 
senatorial career. He leaves the Senate March 4, but 
will continue as chairman of the Monetary Commission 
until June 30, 1914, when its life expires by limitation, 
unless it sooner reports. 

When the Monetary Commission was established it 
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was provided that nine of its eighteen members should 
be appointed by the president of the Senate and nine 
by the speaker of the House, the appointees being 
members of the two bodies. Those appointed from the 
Senate were Senators Aldrich (R. I.), Allison (Ia.), 
Burrows (Mich.), Hale (Me.), Knox (Pa.), republicans; 
Daniel (Va.), Teller (Colo.), Money (Miss.), and Bailey 
(Tex.), democrats. From the House were appointed 
Vreeland (N. Y.), Overstreet (Ind.), Burton (O.), Weeks 
(Mass.), Bonynge (Colo.), Smith (Cal.), 
and Padgett (Tenn.), Burgess (Tex.), and Pujo (La.), 
democrats. At the time it looked like a solid, per- 
manent commission, but within two and a half years 
there have been some striking changes. Mr. Knox 
left the Senate to become secretary of state, while Mr. 
Burton was promoted from the House to the Senate. 
Senator Teller lost his seat to Senator Hughes. 
ator Allison and Senator Daniel have died. 

sentative Overstreet was defeated in 


republicans, 
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Fa since died. His place was recently filled by the ap- 
™ pointment of Rep. Prince of Illinois. Rep. Bonynge 
4 was also defeated in 1908. Senator Burrows, Senator 
é Hale, Senator Money and Senator Aldrich will all retire 
from the Senate on March 4. As a result the commis- 
» sion is now constituted of seven senators and six 


representatives, 


one 






ex-representative, with two vacancies. It is ex- 
pected that the vacancies will be filled at this session, 
but whether by the appointment of men who will be 
in Congress after March 4, or not, remains to be seen. 
Under existing circumstances there will be six ex- 
on the commission after March 4, namely, 
3urrows, Hale, Knox, Teller and Money, or 
two-thirds of the membership, to which the Senate 
was entitled. Under the act creating the 
commission, vacancies are to be filled by the president 
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of the Senate and the speaker of the House. From 
® this it would appear that the vacancies caused by the 
death of Senators Allison and Daniel would be filled 
from the Senate, but Mr. Knox and Teller are carried 






n the rolls as two of the original appointees from the 
Senate, so that, with Burton now in the that 
already nine representatives. However, as 
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Burton was originally appointed while in the House, his 
appointment is probably charged against that body, so 
that two new appointments can be expected from the 
Senate and one from the House. The matter is one 





of considerable importance just at this time, for, while 
the active senators and representatives 
the commission draw no salaries, it is 
those who were unfortunate enough to lose their seats 
In Congress continued to draw from the commission 
the same salary as a senator or member, $7,500 per 
annum, in addition to such expenses as they incurred 
in their work for the commission. This, of course, does 
not apply to Mr. Knox, who could not draw two salaries. 
® Under this custom Messrs. Aldrich, Hale, Burrows, 
™ Money and Bonynge may continue to draw this salary 
mfor the remainder of the life of the commission if they 
Wish, as could the new appointees, should they be men 
Who retire from Congress on March 4 next. As quite 
a few will so retire there will be considerable pressure 
for the places. 
Senator Nelson W. Aldrich, chairman of the com- 
mission, was a member of the 46th and 47th Con- 
eresses and has been a senator since October 5, 1881. 

















who are on 
understood that 

















































































THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


the secretary of state, one ex-senator, 
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As a member of the finance committee and in later 
years its chairman, and a member of the House ways 
and means committee, he has participated in tariff 
legislation during the last 35 years, and is considered 
an expert on the tariff and banking and currency. He 
was a joint author of the Aldrich-Vreeland currency 
bill of 1908 ‘and of the Payne-Aldrich tariff bill of 1909. 

Representative Edward B. Vreeland, vice-chairman 
of the commission, is also chairman of the House 
committee on banking and currency. Since 1891 he 
has been president of the Salamanca (N. Y.) Trust 
Company, and is engaged principally in the banking and 


oil business. He has been a member of Congress since 
1899. 


Senator Julius 
coming to 


C. Burrows is a lawyer. Before 
the Senate, in January, 1895, where he 
has since served, he was a@ member of the House for 
18 years. He has long been a member of the finance 
committee. 

Senator Eugene Hale is also a member of the 
finance committee and chairman of the committee on 
appropriations. He has been a senator since 1881 and 
was previously in the House for 10 years. 

Secretary of State Philander C. Knox is a lawyer. 
has been in the present cabinet since March 4, 
resigning from the Senate, to which he was 
elected in January, 1905, previously being attorney-gen- 
eral in the McKinley and Roosevelt 
April 9, 1901, to June 30, 1904. 

Henry M. Teller, lawyer, was elected senator on 
the admission of Colorado, December 4, 1876. He re- 
signed in 1882 to enter the cabinet of President Arthur 
as secretary of interior, serving until March 3, 
1885, when _be was again elected to the Senate, serving 
until March 3, 1909. He left the republicans in 1896 
on the question and became an _ independent 
silver republican and later a democrat. 

Senator H. D. Money 


He 
1909, 


cabinets from 


the 


silver 


is a lawyer and planter. 
was a member of Congress for 14 years, from 
44th to 54th Congresses, and has been a senator 


March 4, 1899. He member of the finance 
mittee 


He 
the 
since 


is a com- 


Senator Joseph W. 
prominent member of 
52d to the 56th 
since January 23, 
committee. 


Bailey is a lawyer. 
for years, 
He has been 
is a member of the 


He was a 


Congress ten from 
senator 


finance 


the Congresses. 


1901, and 


Senator Theodore E. Burton is a lawyer and finan- 
student, and the author of “Financial Crisis and 
Periods of Commercial and Industrial Depression.” He 
was a leading member of the House for 16 years, 


resigning from the 61st Congress to enter the Senate, 
January, 1909 


Representative 


cial 


John W. Weeks is a banker, being 
a member of the firm of Hornblower & Weeks, and 
vice-president of the First National Bank of Boston 
and president of the Newtonville Trust Company of 
Newton. He has been a member of the House for 
the last six years, and is chairman of the postoffice 
committee and a member of the banking committee. 
Robert W. Bonynge was formerly a member of 
Congress from Colorado, retiring March 4, 1909. He 


Was a member of the ways and means committee. 
Representative Sylvester C. Smith is a newspaper 


proprietor and editor and has been a congressman for 
six years. 









Representative Lemuel P. Padgett is a 
He has been in the House for ten years. 

Representative George F. Burgess is a lawyer and 
has been in Congress for ten years. 

Representative Arsene P. Pujo, present ranking 
minority member of the banking and currency committee, 
will probably be its chairman in the next House. He is a 
lawyer and has been in Congress for eight years. 

Representative George W. Prince is a lawyer. 
has been in Congress for sixteen years. 

To review all the publications of the Monetary Com- 
mission to date is impossible in a limited space, but a 
few lines about some of the more important may be 
timely. One of the earliest was that containing the in- 
terviews between the representatives of the commission 
and representatives of the leading banks and financial 
institutions of England, Scotland, France, Germany, 
Switzerland and Italy covering the essential features of 
banking organization and practice in each of these coun- 
tries. 

The “Statistics for Great Britain, Germany and 
France” were compiled by such eminent authorities as 
Sir R. H. Inglis Palgrave, and F. W. Hirst, editor of the 
London Economist; B. Breslauer of the Bank Archiv, and 
Robert Franz of the Deutsche Oekonomist, and Albert 
Aupetit, chief of the financial archives of the Bank of 
France, and M. Lefevre of the archives of the Credit 
Lyonnais. They are said to be the most complete bank- 
ing statistics of these countries ever published. 

An interesting volume on the “Credit of Nations and 
the Trade Balance of the United States” (F. W. Hirst of 
the Economist and George Paish of the Statist, London) 
deals with the public debt of England, France, Germany 
and the United States, giving especial attention to the 
methods of borrowing, of conversion and redemption. 
The various influences affecting the value of bonds are 
explained, as well as the factors entering into the trade 
balance of countries, such as the investment of capital 
and interest payments, freight charges, tourist expenses 
and remittances to friends and relatives. Analyzing the 
factors making up the balance of the indebtedness of the 
United States, Mr. Paish finds that this country should 
normally export more merchandise than it imports. From 
the phenomenon of gold exports and imports it is de- 
duced that the United States would be relieved to a 
large extent of the financial distress often felt in the 
crop-moving season if she could rely upon the assistance 
of an influential institution like the Bank of England in 
keeping up the country’s stock of gold. 

In an essay on “The Discount System in Europe,” 
Paul M. Warburg lays down as a general principle of 
sound banking that “only that structure is safe and effi- 
cient which provides for effective concentration of cash 
reserves and their freest use in case of need and enables 
the banks, when necessary, to turn into cash a maximum 
of their assets with a minimum of disturbance to gen- 

eral conditions.” This principle he finds observed by 
European bankers and by the use of the bank-accepted 
bill instead of the promissory note has created an asset 
commanding the broadest possible market. The relation 
of the central bank to the discount market is that by 
carefully guarding the cash reserve of the country the 
bank always stands ready to lend accommodation to the 
nonreserve banks. Its ability to do so would be much 
restricted but for the existence of the bank-accepted bill. 

“Bank Acceptances,” by Lawrence Merton 
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He 


Jacobs, 
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describes the European practice of borrowing. 


The 
author holds that the European practice of permitting 
banks to accept time bills of exchange, thereby creating 
a supply of first-class paper, uniform in quality, has made 
possible the development of the great public discoun 








markets of London, Paris and Berlin. The failure of ou 
national banking law to provide for such acceptances he 
holds responsible for the non-existence of a discount 
market in New York, for the instability of the money 
rate, and for the disadvantage under which our exporters 
and importers labor in the matter of foreign exchange. 
American banks also suffer through their inability to 
place their surplus funds in an investment which is safe, 
remunerative and easily liquidated. 

The Canadian banking system is treated of in several 
volumes. A monograph by R. M. Breckenridge on the 
“History of Banking in Canada,” describes the system 
with its highly developed organization of branch bank. 
ing, its large freedom of note issue, and its circulation 
redemption fund. In “The Canadian Banking System,” by 
Dr. Joseph French Johnson, the writer ascribes the 
strength of the Canadian banking to the elastic quality 
of the note circulation and to the solidarity or unity of 
her system. 

“The English Banking System” contains an article 
by Hartley Withers describing the mechanism of thé 
London money market in its relation to the Bank of Eng. 
land, the joint-stock banks, and the discount houses. Sir 
R. H. Inglis Palgrave traces the motives which led to 
the separation of the departments of issue and banking. 
Mr. Holland follows the evolution of the London clearing 
house to the present time. Mr. H. S. Foxwell of the 
London School of Economics is now engaged in prepar: 
ing a “History of Banking in England.” 

The “Evolution of Credit and Banks in France,” by 
Andre Liesse, reviews the manner in which the Bank 
of France has attained the dominating position which it 
occupies in French finance and an account of its relations 
to the joint-stock banks. By making loans of gold to the 
Bank of England, and more recently by the liberal dis 
counting of foreign paper, the Bank of France has made 
itself an important factor in the international marke! 
Particular attention is paid to the development of the 
great joint-stock banks and the part they have played in 
developing French industry and is placing abroad Frenc! 
savings to the amount of over thirty billion francs. 

Maurice Patron treats of “The Bank of France in Its 
Relation to National and International Credit.” Thal 
bank acts as a public institution; its $700,000,000 gold 
reserve makes it the gold reservoir of the world. He 
describes the support it has given to foreign money mal 
kets, especially in 1907. He concludes that the bank's 
reserve affords not only an insurance against crises, bu! 
because of the financial strength it gives the French 1* 
tion is the surest guaranty against the recurrence 0 
great wars. Alfred Neymarck, in the same volume, treals 
of the enormous annual savings of the French people and 
the great support these have given to the Bank of France 
and to French credit. 

“The French Banking System,’ by Albert 
which is in preparation, describes the different kinds of 
banks operating in France, the nature of their busines 
and the provisions of law or custom which govern them. 

“The History and Methods of the Paris Bourse’ 4° 
described by E. Vidal, editor of La Cote de la Banque « 
de la Bourse. In France the profession of stockbroker 
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a monopoly, the Bourse consisting of a limited number 
jf individuals appointed by the state with the sole right 
to negotiate government and other securities. Like the 
New York Stock Exchange, it is confronted by a “curb” 
which deals in securities not under the monopoly of the 
Bourse. 

In 1908 an exhaustive examination was conducted by 
the German Bank Inquiry Commission into the German 
banking system. It consisted of 25 bankers, merchants, 
landed proprietors and professors of political science, and 
took testimony from 200 authorities. The Monetary Com- 
mission will publish the stenographic report of their pro- 
ceedings, one volume having been already published and 
a second being in process of translation. “The Reichs- 
bank” is a translation of a German work published by 
that institution on its twenty-fifth anniversary in 1900, 
describing its growth and its relations with other banks 
and the means it has adopted to build up its gold reserve. 
Germany seeks the safety of her bank notes without im- 
pairing their elasticity, 

The German Imperial Banking Laws, edited by Dr. R. 
Koch, former president of the Reinchsbank, traces the 
development of Germany’s monetary and banking system, 
showing how the Reichsbank has come to be the strong- 
hold for the credit of the country. 


“The Great German Banks and Their Concentration 
in Connection with the Economic Development of Ger- 
many,’ is by Dr. J. Riesser, a distinguished German 


banker and financial authority. In the introductory chap- 
ter Dr. Riesser lays down the many and important tasks 
which Germany looks to her banks to perform, and 
shows how the banks have rendered effective service ip. 
the development of the economic forces of the nation. 
The capital for the large enterprises of the last century 
could only have been obtained by the creation of great 
financial institutions, the joint-stock banks, which made 
stock issuing and flotation in Germany a part of the reg- 
ular banking business. 

“The Swiss Banking Law” is described by Dr. Julius 
Landmann of the Swiss National Bank. That country 
established the National Bank in 1905. All short-time 
liabilities must be kept covered by their equivalents in 
legal tender, gold bars or coin, Swiss discount bills or 
foreign bills. 

The “Italian Banks of Issue” are treated by Comm. 
Tite Canovai, general secretary of the Bank of Italy, and 
Carle F, Ferraris of the University of Padua. The found- 
ing of the Bank of Italy in 1893 is described as well as 
the successive steps by which it has attained a position 
of great financial strength. 

The Swedish 


Banking System, by A. W. Flux of 
Sweden, 


explains the reasons which led that country to 
transfer the privilege of issue to the Royal Bank. 

The origin and operation of the National Bank of 
Belgium ‘is contained in a monograph by Charles Conant, 
an agent of the Monetary Commission, who has also pre- 
pared a monograph on the “Banking System of Mexico.” 

‘Banking in Russia, Austro-Hungary, Holland and 
Japan,” by various distinguished men of these countries, 
is now in press. The system of Japanese 
banks after the United 
a central bank of 
Japan was established. 

The United States monetary 
Will be treated most fully by 
Commission. Already a 


independent 
States was abandoned 
issue, when the Bank of 


patterned 
in 1 882 for 


system or systems 
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number of highly important 
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works have been 


issued. “Statistics for the United 
States,” by A. Piatt Andrew, contains general statistics 
relating to the growth of population, wealth, business 
and commerce, etc. 

“Laws of the United States 
Banking and Loans,” 
J. Mawhinney, of 


Concerning Money, 
by A. T. Huntington and Robert 
the Treasury Department, contains 
all the federal laws pertinent to these subjects. 

“The Digest of State Banking Laws,’ by Samuel 
A. Welldon, contains a summary of the laws actually 
current in the various states with regard to state banks, 
trust companies and savings banks. 


Of a historical character there are a number of 
publications. “The First and Second Banks of the 
United States,” by Dr. J. T. Holdsworth of the Uni- 
versity of Pittsburg and Dr. Davis R. Dewey of the 
Massachusetts Institute of Technology, traces the his- 
tory of these institutions. Dr. Dewey and Dr. Robert 
E. Chaddock of the University of Pennsylvania have 
supplied “State Banking Before the Civil War.” “State 
Banks and Trust Companies Since the Passage of the 
National Bank Act” are treated by Dr. George E. Bar- 
nett of Johns Hopkins University in a work now in 
press. He finds that state banks have at the present 
time essentially the same powers théy enjoyed before 


the Civil War except in the matter of note issue. 
Trust company legislation shows two main tendencies— 
the elimination of the insurance powers which the in- 
stitution first enjoyed, and the development of banking 
privileges. Part 2 is devoted to a study of the growth 
of state banks and trust companies and a discussion 
of the relative advantages enjoyed by these _ institu- 


tions as compared with those enjoyed by the national 
banks, seeking in this manner to explain the very rapid 
growth of the state banks in the South and West. 

Dr. Jacob H. Hollander of Johns Hopkins Uni- 
versity is now preparing a volume on “Bank Loans 
and Stock Exchange Speculation,” comparing conditions 
in this country with those abroad. 

In the “Origin of the National Banking System” 
Mr. Andrew MacFarland Davis traces the motives which 
led to the creation of the national banking system from 
original manuscripts. 

Dr. O. M. W. Sprague of Harvard University has 
contributed a work on “The History of Crises Under 
the National,Banking System” which contains the most 
complete summary which has yet been prepared of 
the experiences of banks in the great crises of 1873, 
1884, 1893 and 1907. It also contains articles on the 
same subject by several secretaries of the treasury 
and comptrollers of the currency, Mr. A. D. Noyes of 
the New York Evening Post and Dr. A. Piatt Andrew, 
assistant secretary of the treasury. The lesson to be 
from the panic of 1907 is the need of energetic 
action at such times. 
ing system of a country there should be a reserve of 
lending power, and it should be found in 
money market. Ability in New York to increase loans 
and to meet the demands of depositors for money 
would have allayed every panic since the establishment 
of the national banking system.” 

“The Use of Credit Instruments in the Payments 
of the United States,” by Dr. David Kinley of the 
University of Illinois, is a statistical study, based on 
a special report obtained by the commission from all 
the national banks as to the relative use of coin, paper 
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Representative Lemuel P. Padgett is 
He has been in the House for ten years. 

Representative George F. Burgess is a lawyer and 
has been in Congress for ten years. 

Representative Arsene P. Pujo, present ranking 
minority member of the banking and currency committee, 
will probably be its chairman in the next House. He is a 
lawyer and has been in Congress for eight years. 

Representative George W. Prince is a lawyer. 
has been in Congress for sixteen years. 

To review all the publications of the Monetary Com- 
mission to date is impossible in a limited space, but a 
few lines about some of the more important may be 
timely. One of the earliest was that containing the in- 
terviews between the representatives of the commission 
and representatives of the leading banks and financial 
institutions of England, Scotland, France, Germany, 
Switzerland and Italy covering the essential features of 
banking organization and practice in each of these coun- 
tries. 

The “Statistics for Great Britain, Germany and 
France” were compiled by such eminent authorities as 
Sir R. H. Inglis Palgrave, and F. W. Hirst, editor of the 
London Economist; B. Breslauer of the Bank Archiv, and 
Robert Franz of the Deutsche Oekonomist, and Albert 
Aupetit, chief of the financial archives of the Bank of 
France, and M. Lefevre of the archives of the Credit 
Lyonnais. They are said to be the most complete bank- 
ing statistics of these countries ever published. 

An interesting volume on the “Credit of Nations and 
the Trade Balance of the United States” (F. W. Hirst of 
the Economist and George Paish of the Statist, London) 
deals with the public debt of England, France, Germany 
and the United States, giving especial attention to the 
methods of borrowing, of conversion and redemption. 
The various influences affecting the value of bonds are 
explained, as well as the factors entering into the trade 
balance of countries, such as the investment of capital 
and interest payments, freight charges, tourist expenses 
and remittances to friends and relatives. Analyzing the 
factors making up the balance of the indebtedness of the 
United States, Mr. Paish finds that this country should 
normally export more merchandise than it imports. From 
the phenomenon of gold exports and imports it is de- 
duced that the United States would be relieved to a 
large extent of the financial distress often felt in the 
crop-moving season if she could rely upon the assistance 
of an influential institution like the Bank of England in 
keeping up the country’s stock of gold. 

In an essay on “The Discount System in Europe,” 
Paul M. Warburg lays down as a general principle of 
sound banking that “only that structure is safe and effi- 
cient which provides for effective concentration of cash 
reserves and their freest use in case of need and enables 
the banks, when necessary, to turn into cash a maximum 
of their assets with a minimum of disturbance to gen- 
eral conditions.” This principle he finds observed by 
European bankers and by the use of the bank-accepted 

bill instead of the promissory note has created an asset 
commanding the broadest possible market. The relation 
of the central bank to the discount market is that by 
carefully guarding the cash reserve of the country the 
bank always stands ready to lend accommodation to the 
nonreserve banks. Its ability to do so would be much 
restricted but for the existence of the bank-accepted bill. 

“Bank Acceptances,” by Lawrence Merton Jacobs, 


a lawyer. 


He 
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describes the European practice of borrowing. 


The 
author holds that the European practice of permitting 
banks to accept time bills of exchange, thereby creating 
a supply of first-class paper, uniform in quality, has made 
possible the development of the great public discount 








markets of London, Paris and Berlin. The failure of ou 
national banking law to provide for such acceptances he 
holds responsible for the non-existence of a discount 
market in New York, for the instability of the money 
rate, and for the disadvantage under which our exporters 
and importers labor in the matter of foreign exchange. 
American banks also suffer through their inability to 
place their surplus funds in an investment which is safe, 
remunerative and easily liquidated. 

The Canadian banking system is treated of in several 
volumes. A monograph by R. M. Breckenridge on the 
“History of Banking in Canada,” describes the system 
with its highly developed organization of branch bank. 
ing, its large freedom of note issue, and its circulation 
redemption fund. In “The Canadian Banking System,” by 
Dr. Joseph French Johnson, the writer ascribes the 
strength of the Canadian banking to the elastic quality 
of the note circulation and to the solidarity or unity of 
her system. 

“The English Banking System” contains an article 
by Hartley Withers describing the mechanism of th 
London money market in its relation to the Bank of Eng 
land, the joint-stock banks, and the discount houses. Sir 
R. H. Inglis Palgrave traces the motives which led to 
the separation. of the departments of issue and banking. 
Mr. Holland follows the evolution of the London clearing 
house to the present time. Mr. H. S. Foxwell of the 
London School of Economics is now engaged in prepar- 
ing a “History of Banking in England.” 

The “Evolution of Credit and Banks in France,” by 
Andre Liesse, reviews the manner in which the Bank 
of France has attained the dominating position which it 
occupies in French finance and an account of its relations 
to the joint-stock banks. By making loans of gold to the 
Bank of England, and more recently by the liberal dis: 
counting of foreign paper, the Bank of France has ma(e 
itself an important factor in the international marke! 
Particular attention is paid to the development of the 
great joint-stock banks and the part they have played in 
developing French industry and is placing abroad Frenc! 
savings to the amount of over thirty billion francs. 

Maurice Patron treats of “The Bank of France in Its 
Relation to National and International Credit.” Thal 
bank acts as a public institution; its $700,000,000 gold 
reserve makes it the gold reservoir of the world. He 
describes the support it has given to foreign money mar 
kets, especially in 1907. He concludes that the banks 
reserve affords not only an insurance against crises, bu! 
because of the financial strength it gives the French 1* 
tion is the surest guaranty against the recurrence of 
great wars. Alfred Neymarck, in the same volume, trea's 
of the enormous annual savings of the French people and 
the great support these have given to the Bank of France 
and to French credit. 

“The French Banking System,” by Albert 
which is in preparation, describes the different kinds of 
banks operating in France, the nature of their business 
and the provisions of law or custom which govern them. 

“The History and Methods of the Paris Bourse’ #2 
described by E. Vidal, editor of La Cote de la Banque « 
de la Bourse. In France the profession of stockbroker 
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a monopoly, the Bourse consisting of a limited number 
jf individuals appointed by the state with the sole right 
to negotiate government and other securities. Like the 
New York Stock Exchange, it is confronted by a “curb” 
which deals in securities not under the monopoly of the 
Bourse. 

In 1908 an exhaustive examination was conducted by 
the German Bank Inquiry Commission into the German 
banking system. It consisted of 25 bankers, merchants, 
landed proprietors and professors of political science, and 
took testimony from 200 authorities. The Monetary Com- 
mission will publish the stenographic report of their pro- 
ceedings, one volume having been already published and 
a second being in process of translation. “The Reichs- 
bank” is a translation of a German work published by 
that institution on its twenty-fifth anniversary in 1900, 
describing its growth and its relations with other banks 
and the means it has adopted to build up its gold reserve. 
Germany seeks the safety of her bank notes without im- 
pairing their elasticity, 

The German Imperial Banking Laws, edited by Dr. R. 
Koch, former president of the Reinchsbank, traces the 
development of Germany’s monetary and banking system, 
showing how the Reichsbank has come to be the strong- 
hold for the credit of the country. 

“The Great German Banks and Their Concentration 
in Connection with the Economic Development of Ger- 
many,’ is by Dr. J. Riesser, a distinguished German 
banker and financial authority. In the introductory chap- 
ter Dr. Riesser lays down the many and important tasks 
which Germany looks to her banks to perform, and 
shows how the banks have rendered effective service in. 
the development of the economic forces of the nation. 
The capital for the large enterprises of the last century 
could only have been obtained by the creation of great 
financial institutions, the joint-stock banks, which made 
stock issuing and flotation in Germany a part of the reg- 
ular banking business. 

“The Swiss Banking Law” is described by Dr. Julius 
Landmann of the Swiss National Bank. That country 
established the National Bank in 1905. All short-time 
liabilities must be kept covered by their equivalents in 
legal tender, gold bars or coin, Swiss discount bills or 
foreign bills. 

The “Italian Banks of Issue” are treated by Comm. 
Tite Canovai, general secretary of the Bank of Italy, and 
Carle F. Ferraris of the University of Padua. The found- 
ing of the Bank of Italy in 1893 is described as well as 
the successive steps by which it has attained a position 


¢ 


of great financial strength. 


The Swedish Banking System, by A. W. Flux of 
Sweden, explains the reasons which led that country to 
‘ransfer the privilege of issue to the Royal Bank. 

The origin and operation of the National Bank of 
Beleium is contained in a monograph by Charles Conant, 


T 
al 


1 agent of the Monetary Commission, who has also pre- 
pared a monograph on the “Banking System of Mexico.” 
“Banking in Russia, Austro-Hungary, Holland and 
Japan,” by various distinguished men of these countries, 
is now in press. The system of Japanese independent 
banks patterned after the United States was abandoned 
in 1882 for a central bank of issue, when the Bank of 
Japan was established. 
The United States monetary 
be treated most fully by 
Commission. Already a number of 


system or systems 
special writers for the 
highly important 


will 
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works have been 


issued. “Statistics for the United 
States,” by A. Piatt Andrew, contains general statistics 
relating to the growth of population, wealth, business 
and commerce, etc. 

“Laws of the United States Concerning Money, 
Banking and Loans,’ by A. T. Huntington and Robert 
J. Mawhinney, of the Treasury Department, contains 
all the federal laws pertinent to these subjects. 

“The Digest of State Banking Laws,’ by Samuel 
A. Welldon, contains a summary of the laws actually 
current in the various states with regard to state banks, 
trust companies and savings banks. 

Of a_ historical 
publications. 


character there are a number of 


“The First and Second Banks of the 
United States,” by Dr. J. T. Holdsworth of the Uni- 
versity of Pittsburg and Dr. Davis R. Dewey of the 


Massachusetts Institute of Technology, traces the his- 
tory of these institutions. Dr. Dewey and Dr. Robert 
E. Chaddock of the University of Pennsylvania have 
supplied “State Banking Before the Civil War.” “State 
Banks and Trust Companies Since the Passage of the 
National Bank Act” are treated by Dr. George E. Bar- 
nett of Johns Hopkins University in a work now in 
press. He finds that state banks have at the present 
time essentially the same powers théy enjoyed before 
the Civil War except in the matter of note issue. 
Trust company legislation shows two main tendencies— 
the elimination of the insurance powers which the in- 
stitution first enjoyed, and the development of banking 
privileges. Part 2 is devoted to a study of the growth 
of staie banks and trust companies and a discussion 
of the relative advantages enjoyed by these institu- 
tions as compared with those enjoyed by the national 
banks, seeking in this manner to explain the very rapid 


growth of the state banks in the South and West. 
Dr. Jacob H. Hollander of Johns Hopkins Uni- 
versity is now preparing a volume on “Bank Loans 


and Stock Exchange 
in this country with those abroad. 

In the “Origin of the National Banking System” 
Mr. Andrew MacFarland Davis traces the motives which 
led to the creation of the national banking system from 
original manuscripts. 

Dr. O. M. W. Sprague of Harvard University has 
contributed a work on “The History of Crises Under 
the National ,Banking System” which contains the most 
complete summary which has yet been prepared of 
the experiences of banks in the great crises of 1873, 
1884, 1893 and 1907. It also contains articles on the 
same subject by several secretaries of the treasury 
and comptrollers of the currency, Mr. A. D. Noyes of 
the New York Evening Post and Dr. A. Piatt Andrew, 
assistant secretary of the treasury. The lesson to be 
drawn from the panic of 1907 is the need of energetic 
united action at such times. “Somewhere in 
ing system of a country there should be a reserve of 
lending power, should be found in its central 
money market. Ability in New York to increase loans 
and to meet the demands of depositors for money 
would have allayed every panic since the establishment 
of the national banking system.” 

“The Use of Credit Instruments in the Payments 
of the United States,’ by Dr. David Kinley of the 
University of Illinois, is a statistical study, based on 
a special report obtained by the commission from all 
the national banks as to the relative use of coin, paper 
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currency and credit instruments, and shows the pre- 
ponderant extent to which checks and other credit 
instruments take the place of cash in the ordinary 
business of the country. Dr. Kinley concludes that 
from 80 to 85 per cent of the business of the country 
is done by the use of these instruments, from 50 to 
60 per cent in the case of the retail trade, and over 
90 per cent in the wholesale trade. In the transaction 
of so large a volume of our business by checks he 
finds an element of danger in times of monetary 
stringency. “In such times the uncanceled balance of 
credit transactions creates a larger demand for money, 
but the habit of settling by check has meantime kept 
the available amount of money at a minimum. Conse- 
quently there ought to be some means of supplying 
additional currency, and it ought to be capable of 
being quickly emitted and recalled; that is, it should 
possess elasticity.” 


Dr. Kinley has also contributed a valuable work 
on the “Independent Treasury System of the United 
States and Its Relation to the Banks of the Country.” 

In this volume he follows the policy of the treasury 
with respect to the keeping of the public funds through- 
out its history—its employment at the outset of the 
first and second banks of the United States and of 
the state banks as depositaries, its absolute divorce 
from the banks from 1847 to 1864, and its gradual 
return to their use since the establishment of the 
national banking system. A study of the actual work- 
ing of the independent treasury system and of the 
policies which secretaries of the treasury have followed 
in their attempts to relieve the money market leads 
Dr. Kinley to the conclusion that the harm done by 
the system is greater than the good. He believes that 
the advantages of occasional assistance in time of 
crisis are more than offset by the continued disturb- 
ance to the money market resulting from the action of 
the independent treasury in periodically withdrawing 
and then disbursing a large part of the country’s cir- 
culating medium. 


In an elaborate document now in press Dr. Edwin 
W. Kemmerer of Cornell University discusses the ‘“Sea- 
sonal Variations in the Demands for Currency and 
Capital.” Statistics concerning the volume of various 
kinds of money in circulation and the course of bank 
clearings are used by Dr. Kemmerer for the purpose 
of determining the degree to which our currency and 
credit system responds to these seasonal fluctuations. 
He finds no evidence of elasticity in the currency sys- 
tem of this country—no inclination to expand and con- 
stract as the demand for moneyed capital increases or 
diminishes. Deposit currency, or check circulation, as 
shown by the clearings, is, however, in his opinion, the 
one truly elastic element among our media of exchange. 
A study is also made of the relation of seasonal varia- 
tions to prices, business failures and panics. 

“Clearing House Methods and Practices” are dis- 
cussed by J. G. Cannon, vice-president of the Fourth 
National Bank of New York. The account of the de- 
vices adopted during the panic of 1907 to tide over 
the deficiencies in our currency system gives this work 
special interest. The clearing houses of New York, 
Philadelphia, Boston, Chicago and St. Louis are de- 


scribed. The writer finds a tendency, which has been 
very marked 


in recent years, to include within the 
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legitimate field of clearing houses all questions affect- 
ing the material welfare of the banks and the com. 
munity as a whole. He devotes much attention to 
the growing practices of uniform rates of interest, of 
exchange, of charges for collections and the appoint- 
ment of special clearing house bank examiners. 

A yolume published by the commission, entitled 
“Suggested Changes in Administrative Features of the 
National Banking Laws,” contains the replies of repre 
sentative bankers to a circular letter inviting such 
suggestions. 


From the foregoing it will be seen that the Mone- 
tary Commission is engaged in publishing a most com- 
prehensive and thoroughly up-to-date library on the 
monetary systems of the world. The resources of the 
United States government at its command have enabled 
it to place these valuable books, of from 20 to over 1,000 
pages each, on sale through the superintendent of 
public documents in Washington at ridiculously low 
prices, ranging from ten cents to one dollar, so that 
anyone inclined can obtain them all for a very small 
amount. 

What the ultimate fate of the Monetary Commis- 
sion and its work will be it is far too early to prog- 
nosticate. If Mr. Aldrich adheres to his determination 
to leave the Senate and devote himself to the work 
of the commission, that body will be the gainer tem- 
porarily, but it may be doubted if his absence from 
the body where he has so long been a great power 
may not in the end militate against the adoption of 
any plan put forward by the commission. With Hale, 
Allison, Aldrich, Burrows and others, to whom the country 
has so long looked for financial legislation, gone from 
the Senate, any plan proposed by the commission will 
be dealt with by comparatively new men in the Senate, 
and if brought forward before 1913 it would be subject 
to a conflict between the republican Senate and the 
democratic House. It is reasonable to presume, how- 
ever, that no action will be undertaken until the ses- 
sion beginning December, 1913, by which time a new 
House will have been elected. It should also be borne 
in mind that Mr. Aldrich is closely allied to interests 
favoring a central bank and is reputed to favor one 
himself. While other nations enjoy them and the writ- 
ings above referred to tend in that one direction, the very 
fact that the influences referred to do favor a central 
bank has excited and will further excite suspicion of 
ulterior motives, no matter how unjustifiable such sus- 
picions may be. Thus opposition is likely to be en 
countered, to overcome which the commission has 
entered on a long and laborious task of educating the 
people on a question the solution of which 
to our prosperity in the future. 


is so vital 


STATE BOARD TO SUE IOWA ROADS. 

Des Moines, Ia., January 6.—The State Railroad 
Commission has instructed Attorney-General Byers to 
institute suits against the railroads operating in this 
state for failure to comply with the board’s orders re- 
ducing rates on furnaces and furnace parts. The re- 
ductions were interstate, and action will accordingly 
be commenced before the Interstate Commerce Com- 
mission. The carriers notified the state commission 


several days ago that they would not make the reduc- 
tions asked for. 
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HEARS LEATHER RATE CASE 


Special Examiner Prouty Takes Evidence on 
Protest of Leather Companies against 
Southern Advance 












































On Tuesday, Special Examiner Prouty began the near- 
ing in Washington of the case of the United States 
Leather Company et al. vs. the Louisville & Nashville 
Railroad et al., the complaint being on the proposed in- 
crease of freight rates on leather from southern points. 
Charles Conradis and Judge Arthur P. Hayes of Wash- 
ington appeared for the plaintiffs, N. M. Proctor of 
Louisville for the Louisville & Nashville Railroad, M. 
P. Calloway for the same, Charles Barham of Nash- 
ville for the Nashville, Chattanooga & St. Louis Rail- 
road, and Lincoln Green of Washington for the Southern 
Railroad. 

Judge Hayes, in opening for the plaintiffs, said 
the rules of the Commission placed the burden of estab- 
lishing the reasonableness of a rate on the carrier. 
This being agreed to, the defendants placed their first 
witness, David M. Goodwyn, general freight agent of 
the Louisville & Nashville Railroad, on the stand. 

Mr. Goodwin’s testimony was almost exclusively 
confined to reading and introducing as exhibits a large 
number of tables, showing, among other things, a com- 
parison of the proposed rates on leather with the 
rates on a large number of other articles, saying that 
on 2,800 articles on which rates had been increased 
the rates were higher than those on leather, and on 
less than 400 was a lower rate proposed. He also 
filed exhibits showing a comparison of the rates from 
southern points with those to the same places from 
points in the East, showing the price of leather in 
Chicago for a series of months. He also presented a 
table showing that leather, being given a commodity 
rating, was carried at a much lower rate than would 
be if given a class rating. Another exhibit was a 
table showing a comparison between the freight rates 
and the selling price of leather. 

In answer to a question, he said that he did not 
regard the proposed increase of 2 cents per hundred 
pounds on leather as unfair or unreasonable. 

He said it was the policy of his road to do what 


































































































































































































it could to build up the industries of the South, and 
instanced that to that end a lower commodity rate 
had been established on hides and tanbark going to 






southern tanneries. 

He said that the commodity rate on leather was 
much lower than the class rate that would apply if it 
were put in the class rates. 

He was cross-examined by Judge Hayes, who asked 
him why in his exhibits he took Chattanooga as the 
Starting point for his comparison, as Chattanooga was 
not on the line of his road. In reply he said Chattanooga 
had been the base for fixing rates in that territory since 
1891; that Decatur was not made a base until 1896. 

He was asked if distance and population were not 
the governing factors in establishing rates, to which he 
replied, “Not always.” He then explained the system of 
sfoup rating, and replied to Judge Hayes that leather 
Was not given a group rating in all cases, and the rate 
Was not always the same to all points in the group. 
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Judge Hayes: You aim to give a commodity rate to 
all the products of the South? 

Mr. Goodwyn: Yes. 

Judge Hayes: Is the value of the goods the only 
element taken into consideration in fixing freight rates? 

Mr. Goodwyn: No. Circumstances, 
distance also enter into the consideration. 

He was asked if when the rate on leather was in- 
creased 2 cents per 100 pounds any other advances were 
made at the same time, to which he said he could not 


testify as his tables were all based on the leather sched- 
ule. 


population and 


He was asked why the minimum weight of a carload 
of leather had been increased from 20,000 to 24,000 
pounds. In explanation, he said that 24,000 pounds was 
the minimum on the roads north of the Ohio, and when 
they had a shipment destined for a point north of the 
Ohio they had to pay for the minimum as established 
there, so to make it uniform his road had increased the 
minimum to 24,000 pounds. 

He was asked if dry hides were ‘used in the tanneries 
of the South and in reply said they were not, that only 
green salted hides. were used so far as he knew. 

He was then asked if he thought the rates on dry 
hides were material in this hearing. He could not say 


_ that they were. 


In reply to a question by Judge Hayes, he said he 
considered the value of the article as a very proper ele- 
ment to be considered in fixing freight rates. 

Judge Hayes asked him if the cost of production was 
taken into consideration, to which the witness replied 
that it was not; that it could not be, for the carrier 
could .never know the cost of production, but the value 
on the market was easily determined. 

Judge Hayes asked if he considered the statement 
that on 2,400 articles the rate was higher than on leather 
a fair illustration of the reasonableness of the rate on 
leather, to which he replied: “Yes, as far as it goes.” 

On the question of values Judge Hayes asked him 
how the value of leather would compare with cotton man- 
ufactures and the witness replied he could not say, but 
thought the value of a carload of leather would largely 
exceed that of a carload of cotton manufactures. He 
said the risk of carrying leather was greater than that 
of many other articles because of the great value of a 
carload of leather. 

Judge Hayes asked if there was any difference in 
the value of the service performed between carrying at a 
commodity rate or a class rate. Witness replied there 
was no difference in the service. 

At the afternoon session Mr. Goodwyn was cross- 
examined at some length by Judge Hayes as to the 
method of fixing rates, the judge taking over some of 
the exhibits submitted at the morning session, and was 
several times asked if he thought certain rates mentioned 
were reasonable and fair, and if others were remunera- 
tive. The witness said that in arranging groups it was 
all arbitrary. 

He was asked if small shippers were inconvenienced 
by the raising of the minimum of carload weights from 
20,000 pounds to 24,000 pounds and replied he could 
not testify as to that, but that he could not recall 
ever having heard anyone complain on that score. 

In reply to a question by Judge Hayes, the witness 
admitted the documentary evidence he had submitted 
to the examiner related largely to points where his 
























































































road had but a small traffic. He said the tables were 
prepared in his office and he presumed they were cor- 
rect; in fact, had every reason to believe they were 
correct. 

“What special reason had you for raising the rate 
on leather?” asked Judge Hayes. 

The witness replied that he thought the rates 
ought to have been advanced three years ago. They 
were too low in comparison with rates on other com- 
modities and from other points. 

He: was asked if the former rates were remunerative 
to his road, and replied that he did not think they 
were sufficiently so, and that they were too low 
pared with those from Cincinnati, 
Louis. 

The next witness 


com- 
Louisville and St. 


introduced was Lincoln Green, 
traffic manager of the Southern road, who was exam- 
ined by Mr. Calloway. His attention was called to a 
statement made in the complaint of the plaintiffs that 
the rates had been advanced on leather refuse and 
leather extracts, and he stated no advance had been 
made on those articles. 

The witness produced a map and offered it as an 
exhibit, showing the principal leather shipping points 
in the South. He stated that in 1887 the rate on 
leather from Chattanooga to New York was 30 cents 
per hundred pounds and the rate on hides from New 
York to Chattanooga was the same, and then gave a 
history of rates from 1887 to 1910, as mentioned in 
the complaint of the plaintiffs, saying that the rate 
of 30 cents in 1887 was due to abnormal conditions. 

In reply to a question by Mr. Calloway, he said 
in his judgment the rates complained of were reason- 
able and were not discriminatory, and concluded by 
saying that the rates are lower than they ought to be. 

He submitted as exhibits a number of tables show- 
ing comparisons of rates on other commodities and 
from other points with those on leather, and also 
showing a comparison of the rates with the value of 
leather, lumber, cotton, cotton goods, cast-iron pipes 
and other articles, and said the rates on lumber were 
lower than on any other southern product. 

He was asked if in his opinion fourth-class rates 
were properly applicable to leather. He replied that 
if the rates were fixed on their real merits those on 
leather would not be less than fourth class. 

He was asked why the rates on leather were not 
advanced 10 cents at one time, instead of gradually, and 
replied that it was thought better to make the advance 
gradually. He said there had been no agreement be- 
tween the carriers to advance the rates, that each road 
acted for itself. 

On cross-examination by Judge Hayes, he said the 
rate of 30 cents in 1887, which was the result of bad 
practices, had no effect in fixing the present rates. 
He said the 30-cent rate was not a remunerative rate. 

He was asked if the rate could have been placed 
without difficulty at a figure that would have been 
remunerative, and replied that it could have been so 
placed. 

He was asked if at a time when it was proposed 
to establish a tannery at Old Fort, Tenn., his road had 
not made a proposal to fix a rate from that point much 
lower than the prevailing rate, for instance, 34 cents, 
and replied that such a proposal had been made, and 
explained that it was to encourage the establishment 
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of the enterprise, and on being asked if such a rate 
would have been remunerative, said it would not have 
been. 

He explained at some length why such a rate would 
not have been remunerative to the road. He was asked 
if a rate that was not remunerative did not increase 
the losses of the road, and the more tonnage the road 
would have to haul would not increase the losses above 
any good that might otherwise arise. To this his reply 
was not very clear nor-explanatory. 

Judge Hayes asked what changes had taken place 
in the conditions since 1902 that would justify a 33 1-3 


per cent increase, and he replied that the rate on 
leather was lower than it ought to be compared to 
its value and to that of other commodities, and that 


the increase was 
creased expense attached to 
pense?” quickly asked the 
The witness said the 
the cost of operation. 


because of the in- 
transportation. “What ex- 
attorney for the plaintiffs. 
increase in the payroll and in 


made necessary 


At this point the attorney for the carriers objected 
to the line of questioning, claiming that the increased 
expense was not set up by the roads as a justification 
of the reasonableness of the rates, but they were justi- 
fied because they were too low in comparison to rates 
on other commodities and with the value of the article 
earried. The chief examiner said he did not think it 
necessary to spend any more time on that line. 

Judge Hayes examined the witness at length op 
the difference in rates from certain points to New 
York and Boston, asking in each instance the reason 
for the difference. He asked: “What reason do you 
rely upon for making the advance?” 

The reply was that the rates on leather had been 
abnormally low, lower than they ought to have been 

In reply to a question, the witness stated that the 
value of the article was one of the elements considered 
in making a rate, but not the only element, and said 
he did not consider the rate on leather as being fairly 
remunerative. 

Judge Hayes pursued his questions as to the dif- 
ference in the rates to and from certain points, when 
the attorney for the road interposed an objection and 
moved to strike from the record all the evidence in 
regard to discrepancies between rates, arguing that the 
complaint did not set up any discrepancies. The exam- 
iner said he had no right to rule out the questions, but 
would let them go to the Commission. 

Judge Hayes asked if one of the elements entering 
into the fixing of rates was not how much the traffic 
would stand. To this the witness replied in the 
tive, when his attention was called to 
the rate from one point. He answered 
duction was not made because the 
able, but because of competition. 


nega- 
a reduction in 

that the r 
rate was unreason- 

The plaintiff's attorney began a series of questions 
as to the increase in the minimum weight of a carload 
from 20,000 to 24,000 pounds and asked if that did not 
operate to increase the rate, and at the same time 
operate to reduce the cost of transportation. 

This was met with an objection by the attorney 
for the defendants, who said that the only thing com 
plained of by the plaintiffs was the increase of 2 cents 
per hundred pounds, that no complaint was made of 
the increase in the minimum weight of a carload. 

The argument was cut short by the witness, who 
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replied that it did not operate to advance the rate, and, 
instead of reducing the cost of transportation, it added 
to the cost. 


In reply to a question if small shippers did not 
find it difficult to fill a car to the minimum weight, he 
read from a table showing that the lowest weight in 
any carload of leather shipped over his road in 1910 
was more than 25,000 pounds, and that the average 
was about 26,000 pounds. 


The hearing was adjourned until Wednesday morn- 
ing. 

Owing to illness, Mr. Green was not able to be 
present Wednesday, and the continuance of his cross- 
examination was postponed. 


The first witness of the day was Charles Barham, 
general freight agent of the Nashville, Chattanooga & 
St. Louis. He was examined by Mr. Calloway. Mr. 
Barham opened by saying that rates in his territory 
were generally made in relation to Chattanooga. He 
submitted a number of tables making a comparison of 
rates from Chattanooga to New York and Boston with 
those from Chicago, Racine, Milwaukee and Kenosha 
to the same points on various articles, and then a com- 
parison of the rates on leather between the same points. 
He said he regarded the rates on leather from southern 
points as reasonable and not discriminatory. 

As to the elements which entered into consideration 
in fixing rates, he mentioned the value of the com- 
modity, the risk incurred in transporting it, storing ca- 
pacity in a car, that is, combined with other articles 
to make a carload, and illustrated this by enumerating 


a number of articles as compared with certain other 
articles. 
He filed as an exhibit a table of rates, and said 


if the rate on leather was too high, the 
those articles were also too high, 
of them had been received. He supplied a table show- 
ing a comparison of the rates on leather to eastern 
points with those between other points, of comparatively 
the same distance. 

He was asked if he thought the advanced rates 
were reasonable, and replied in the affirmative. He 
said the carriers performed a certain service, and the 
question in fixing rates was, “What is that service 
worth, and to fix a reasonable rate we are bound to 
compare the rate on one commodity with 
ing rates.” 


rates on all 
yet no complaint 


other exist- 


He said that it was generally agreed that rates in 
the southern territory may be reasonably higher than 
in trunk line territory, because of conditions existing 
in the South. Some had claimed they might be reason- 
ably twice as high, but the advanced rate on leather 
was but a trifle higher. In his opinion, the rate on 
leather ‘was too low, or all other class rates were too 
high. If they were too high, then the courts, the In- 
terstate Commerce Commission and the traffic managers 
of the railroads had been in error for many years. He 
was forced to believe that the leather rate was too low. 

In reply to a question, he said that because of 
competition a carrier might be satisfied to take a lower 
rate than it would be required to do under the law, 
but that would not say a higher rate would not be 
reasonable. He said that if the present rate on leather 
bears its fair share of the burdens of transportation, 
then all the other rates were too high. 
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As to the increasing of the minimum weight of a 
car from 20,000 to 24,000 pounds adding to the cost 
of transportation, he said that if it did not, then an 
increase from 16,000 to 20,000, or from 12,000 to 16,000 
or from 8,000 to 12,000 would not. 

Cross-examined by Judge Hayes, witness said under 
some circumstances the added cost of transporting the 
extra 4,000 pounds in a car might be very small. 

Asked if the increase in the minimum weight did 
not operate to advance rates, he replied that it did 
not. It would increase the gross revenue, but not the 
rate. He said the increase in the minimum weight 
was rather an attempt to harmonize the weight with 
other roads than to increase the earning capacity of 
the car. He said that in some instances a low minimum 
was an advantage to a small shipper. 

He said that Chattanooga fixed the rate, for all 
his road can charge from other points is the class 
rate to Chattanooga plus the rate from Chattanooga. 

Witness said he was not willing to say that the 
rate on any single commodity was remunerative or 
unremunerative; that no one could say that; all the 
rates must be taken into consideration. He was willing 
to have it go on record that the added 2 cents per 
hundred pounds was reasonable, because the former 
rate did not bear its fair share of the burden of trans- 


portation in comparison with the rate on other com- 
modities. 
The cost of production, he said, had nothing to 


do in determining whether a rate was reasonable or 
not; it made no difference whether it cost one cent 
to make a brick, or .a thousand dollars, the cost of 
transportation would not be affected. 

At the afternoon session, W. R. Campbell, freight 
and claim agent of the Union Tanning Company, dis- 
cussed the exhibits filed by Mr. Goodwyn. He saw no 
reason why there should be a difference in the rate of 
4 cents on leather from New Decature to Cincinnati 
and from Johnson City to Cincinnati. There was like- 
wise no reason for the difference of 5 cents between 
Asheville and Morgantown to Cincinnati, as the rates to 
New York were the same from these points. There 
could be no justification for higher rates to the West. 
There was a difference of 3 cents between the rate from 
Big Stone Gap and Middleboro to New York, for which 
there was no reason, The disparity between the rate 
from Rome and Flintstone to New York was unexplain- 
able, which was also true of Newport, which takes a 3- 
cent higher rate than Johnson City and 4 cents less than 
Asheville. Rome, which was fifty miles further from 
New York than Chattanooga, took a 10-cent higher rate, 
which was not justified. He said the comparison of 
rates from the West—Wisconsin—to New York, with the 
southern rates, were useless, as there were no shipments 
of oak leather from the West. The rates to the West 
were also useless for comparison because there were no 
tanneries in that territory. The markets for oak leather 
were north of the Ohio and east of the Mississippi rivers. 

Witness dismissed the comparative rates from At- 
lanta, Cartersville, Jellico and Knoxville and Chatta- 
nooga, saying there were no tanneries there. “Lower 
rates usually apply to points where large shipments are 
made and higher rates for local?” asked Mr. Hayes. 
“That goes without saying,” replied Mr. Campbell. He 
said that places where there were no tanneries or much 
business get lower rates. 


The rate on leather was made 
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as an inducement to get the tanneries located and “after 
they get them they raise the rates.’ Large tonnage put 
the article in a commodity rate. 

Mr. Hayes next took up with Mr. Campbell the ex- 
hibit of Mr. Goodwin, showing the increase in the price 
of leather during the last ten years based on the Chi- 
cago market prices. He said the statements that it was 
6 and 14 cents higher was too high a figure. He com- 
pared his figures with those of Mr. Goodwyn as follows: 
On oak sides: 1902, 31 cents against Goodwyn’s 38.33 


cents; 1903, 30 against 37.58; 1904, 27% against 35.67; 
1905, 3114 against 37.63; 1906, 33 against 38.67; 1907, 
35% against 39.67; 1908, 31 against 38.50; 1909, 34 


against 40.42; 1910, 29 cents against Mr. Goodwyn’s 43.73 
cents. Comparing the prices on scoured back leather, he 
gave the following figures: 1902, his figure of 37 cents 


against Mr. Goodwyn’s 38.33; 1903, 37 against 37.58; 
1904, 33% against 35.67; 1905, 37 against 37.83; 1906, 
37% against 38.67; 1907, 38% against 39.67; 1908, 37% 
against 38.50; 1909, 40 against 40.42; 1910, 36 against 
3.73. 


Continuing, the witness said that the rate was made 
more largely on general conditions. There could be no 
steady ratio between the rate and the value of the 
leather. Any percentage of advance on the rate made it 
harder on the southern tanners than on the northern 
and eastern tanners. The advances ranged from 26 to 
334%, per cent, he said. As to the exhibit comparing the 
rates on bark extract from the South to the East, the 
witness said that as the price of the extract is less than 
2 cents per hundred pounds a class rate would be abso- 
lutely prohibitive, and it had no connection with a 
leather rate comparison. The rates on hides from Louis- 
Ville had no bearing on the case and the relation of the 
lumber and leather rate had no bearing on the contro- 
versy. “There was no anology between the rates on 
grain and leather which had been made by Mr. Goodwyn. 

teferring to the exhibits of Mr. Queen, Mr. Camp- 
bell said he saw no reason why the North Carolina rates, 
which were on a direct line to New York, should show 


any fluctuations from the rates in that vicinity. The 
rates from intermediate points between Chicago and 
New York were based on a proportion of the Chicago 


rate, and if the railroads could base the rates accordingly 
in the North and East there was no reason why they 
should not do likewise in the South, as there was no 
water competition. As to the inequalities of the rates 
in the present case, he said they were the result of a 
deliberate raise. He also took up Mr. Queen’s tables 
showing a comiparison of leather rates with those on cot- 
ton, lumber, cast iron pipe, cottonseed meal, crackers, 
oranges and canned goods, and said there was no analogy 
between them. 

The hearing was concluded on Thursday. 

The witnesses introduced by the plaintiffs were all 
persons directly connected with the tanning industries of 
the South, who gave in detail evidence in regard to the 
cost of producing leather in the southern tanneries, the 
fluctuations in the price of hides and other raw materials 
and in the selling price of the finished product. They 
were Mr. Campbell, Robert S. Jones of Alexandria, Va., 
F. P, Cover and J. E. Holme of Philadelphia. 

They gave testimony to the effect that tanneries had 
lost large sums of money during the last year owing to 
the fluctuations in the price of leather, and that several 
tanneries had closed entirely and would not again be re- 
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opened, owing to the fact that they could not be operated 
at a profit. 

They were all of the opinion that the advance in 
freight rates was not only unnecessary, but the rates 
were unreasonable and would result in great disaster to 
the tanning industries of the South. 

The attorneys for the plaintiffs took them through 
the schedule of rates from a large number of shipping 
points in the South, comparing them with the rates 
charged from their tanneries. 


Lyon Files Brief in Rate Case 





Washington, D. C., January 6.—Frank Lyon, attorney 
for the Interstate Commerce Commission, in the mat- 
ter of advanced rates in Official Classification territory, 
filed his brief Saturday. It consists almost entirely of 
a series of tabulated statements. The principal fea- 
tures are those relating to cost of material, value of 
railroad bonds, and an analysis of the operating ac- 
counts for ten years. 


Cost of Material. 


From an exhibit filed by the Baltimore & Ohio it 
is found that out of 37 principal articles, the 1910 


price over the average for 1904 to 1910 had increased 
on 12 articles and decreased on 25 articles. Nineteen 
hufidred and ten compared with 1907 prices showed 


increases in only 8 articles and decreases in 29 articles. 
A similar exhibit filed by the New York Central shows 
that out of 34 articles enumerated, the price upon 8 was 


higher than the average from 1901 to 1910, while 25 
had decreased in price, and 1 remained unchanged. 
Nineteen hundred and ten, compared with the prices 
of 1907, shows 4 articles increased in price, 28 de- 
creased in price, and 2 unchanged. The decrease of 
1910 as compared with the average of 1901 to 1910 
on the New York Central figures in one case was as 


much as 35 per cent, and as to 13 articles the decrease 


was in excess of 10 per cent, while as to 12 articles 
the decrease was less than 10 per cent. Of the 8 
increased articles, 3 exceeded 10 per cent and 5 were 


less than 10 per 
cent increased 
boiler tubes. 


Of the 28 articles 
1907, the decrease was 
2 articles, between 30 and 40 per 
between 20 and 
10 and 20 


cent on 5 
were rails, 


cent. The articles exceeding 10 per 
were whitewood, boiled linseed oil and 


1910 
in excess of 40 per 


than 

cent ol! 
articles 
between 


costing less in 
cent on 3 
30 per cent on 5 articles, 
per cent on 13 articles, and 
articles. The 4 articles increased in price 
4.64 per cent; whitewood, 25.77 per cent; 
boiled linseed oil, 76.20 per cent, and locomotive tires, 
9.24 per cent. . 


under 10 


Stocks and Bonds. 


The interest rate on funds loaned in the state of 
Massachusetts has risen in 1910 16.3 per cent above 
what it was in 1904, and 23.1 per cent above what 
was in 1901. The interest rate on funds loaned 
the District of Columbia had risen in 1909 16.2 per 
cent above what it was in 1904, and 25.2 per cent above 
what it was in 1901. From reports taken from the 
Commercial and Financial Chronicle for 25 different 
classes of bonds for all the principal eastern carriers, in 
cluding the Pennsylvania and the New York Central, 
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it is shown that in only one case has the rate of 
increase on return been as great as that for the bonds 
of the state of Massachusetts and the District of Co- 
lumbia, the latter being practically guaranteed by the 
United States government. The rate of interest on 
these railroad bonds has risen only from about 3 to 
12 per cent as compared with over 16 per cent 
Massachusetts and the District of Columbia. 
instances the rate of return on railroad bonds has 
actually decreased. In the face of his showing, it would 
seem that the public favored railroad bonds. 

The value of the stocks of these same eastern car- 
riers in 1910 generally show a marked advance over 
the values of 1901, and almost universally an advance 
over the values of June 30, 1904. Many of the stocks 
where the value is lower are those of companies where 
valuable “rights” have been granted to stockholders. 
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Operating Statistics. 


The operating statistics for 13 prominent eastern 
roads show that the ratio of the cost of conducting 
transportation to total operating revenues, the average 
for the five years ended June 30, 1905, was greater 
than for the five years ending June 30, 1910, and 
greater than for the year ended June 30, 1910. There 
are one or two exceptions. This is considered as strik- 
ing, in the face of the fact that conducting transporta- 
tion is made. up almost entirely of wages and fuel 
accounts, and it is admitted that wages have increased 


abcut 30 per cent during the last ten years and that 
fuel has advanced somewhat. 


These operating 


































































































Statistics also show that while 
the ratio of conducting transportation has been slightly 
on the decline, the accounts of maintenance of way 
and structures and of equipment have advanced by 
rapid strides. It is illustrated by the Baltimore & Ohio 
as follows: For the five years ended June 30, 1905, 
the maintenance accounts were 69.56 per cent of the 
conducting transportation account; 










for the five years 
ended June 30, 1910, it has increased to 82.08 per cent, 
and in 1910 to 88.68 per cent. 






On the Pennsylvania, it 

















was 77.90 per cent for the five years ended June 30, 
1905, advanced to 83.27 per cent for the five years 
ended June 30, 1910, and for 1910 was 90.07 per cent. 
These are considered striking features when it is real- 
ized that these maintenance accounts are largely ma- 
terial, which has decreased in price. 

The operating and income accounts further illus- 





trate 





the disposition 
for the last ten 





of the earnings of the carriers 
years. For instance, the Baltimore & 
Ohio for the five years ending June 30, 1905, showed 
































































































an average increase in capital stock of 31.7 per cent; 
in operating revenues, 34.5 per cent; traffic and trans- 
portation, 32.10 per cent; maintenance of way and 
Structures, 55.6 per cent; maintenance of equipment, 
55.9 per cent; unappropriated surplus, 261.1 per cent, 
and dividends declared 75.7 per cent. Nineteen hundred 


and 





ten, 





compared with the same period, showed an 
increase of 34 per cent in capital stock, 54.1 per cent 
in operating revenues, 46.7 per cent in transportation, 
347.7 in unappropriated surplus, and 83.3 per cent 
increase in dividends. The Baltimore & Ohio is se 
lected as a representative road. Some of the eleven 


*lumerated show vastly better returns, and one or two 
hot so favorable. 


If 








































the maintenance accounts 


subsequent to 1905 
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had continued to bear the same relation to transporta- 
tion as prior to that time, millions of dollars would 


have appeared in the income account which were 
charged to the maintenance account. Under these cir- 
cumstances it cannot be said that the carriers in Official 


Classification territory are in worse financial condition 
now than formerly. 


Authorizes Mortgage Issue 


Albany, N. Y., January 6.—The Public Service Com- 
mission, Second District, has authorized the Central 
New England Railway to execute a mortgage upon its 
property and franchises to the amount of $25,000,000 and 
to issue presently, to be secured by said mortgage, bonds 
to the aggregate amoynt of $12,317,000, the proceeds 
thereof to be used for the purpose of refunding certain 
outstanding obligations of the company to that amount. 

Among these obligations is an indebtedness in the 
form of a demand note, held by the New York, New 
Haven & Hartford, with collateral security consisting 
of 150 first-mortgage, 7 per cent bonds of $1,000 each 
of the Newburgh, Dutchess & Connecticut Railroad, 


_which note indebtedness, with interest thereon, amounts 
to $252,000. No reason 


interest should be 
mission has 
care of this 
the principal, 
interest is 
the present 


is apparent why any unpaid 
capitalized, and therefore the com- 
allowed, in the way of bonds for taking 
note, $150,000, which is the amount of 
the commission holding that the unpaid 
properly chargeable to income, and that 


condition of the finances of the company 
justified such payment. 


Would Abolish Present Boards 





Albany, N. Y., January 6.—Senator Stephen J. Still- 
well introduced a bill Wednesday to abolish the present 
public service commissions, and establish in their places 
two new commissions, to be known as corporation com- 
missions. 

The new upstate commission would consist of five 
members, as at present, at of $10,000 
against the present salaries of $15,000 each, the 
commissioners to be appointed by Governor Dix. 

For the present New York City Public Service Com- 
mission is substituted a separate corporation commission 
of five members, one to be elected from each of the 
boroughs, the salary to be $10,000 instead of $15,000, as 
at present. The same powers are given to 
commission as are now vested in the Public Service 
Commission, except that the telegraph and telephone 
supervision is divided territorially between the two com- 


a salary each, 


new 


the new 


missions instead of all this supervision being lodged 
with the up-state public service commission, as at 
present. 


ASKED TO PLACE CASE BEFORE. NATIONAL BOARD. 


Des Moines, Ia., January 6—The complaint of the 


Tipton Produce & Packing Company, alleging that in- 
terstate rates on dairy products are too high, has been 
referred by the State Railroad Commission to Attorney- 
General Byers, with the request that he institute pro- 
ceedings before the Interstate Commerce Commission, 
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IOWASLASHES EXPRESS RATES 


State Railroad Commission Orders Reductions in 
Intrastate Charges of Express Companies 





Des Moines, Iowa, January 6.—Reductions ranging 
from five to twenty cents per hundred pounds were or- 
dered in intrastate express rates by a decision of the 
Iowa railway commission made public Tuesday. 

The reasonableness of the present charges had been 
put in issue in three separate complaints; that of the 
Iowa State Manufacturers’ Association vs. the Adams, 
American, Great Northern, Pacific, United States and 
Wells-Fargo ‘Express companies; E. B. Higley et al. vs. 
the Wells-Fargo and United States Express companies, 
and the State of Iowa vs. the Adams, American, Pacific, 
United States and Wells-Fargo companies. The three 
cases were consolidated and one opinion handed down. 


The following rates were established by the commis- 
sion, effective March 30, 1911, as “the maximum express 
rates for intrastate shipments, in cents per hundred 
pounds, between points in Iowa forwarded by one ex- 
press company Gver one line of railroad or a system of 
railroads under one ownership, management or control”: 





Miles New Rate Old Rate Miles New Rate Old Rate 
Mae s'<45 ue DRGs osc evds $0.45 J eae Seat $0.90 
30 .. Mes omeveess .50 Pn, osetestn GRE 1.00 
40 § .55 ee dee wden . Eee 1.00 
50. -60 Sr oo ere 1.00 
60 . -65 SI, nis iets cist Bhs «we deseo 1.25 
80 -70 240 Beeehe oss ease ee 1.25 
ae ie aio ses -75 280 Se 1.50 

a Bay ae "Ue ves smees SN ow aceeeds 1.50 

ks cacune a ee 1.50 


The following rules are laid down for the application 
of the new schedule: 

First—When rates are not shown for the exact dis- 
tance, the rate given for the next greater distance shall 
prevail. 

Second—Existing rates now in effect, which 
lower than these new rates, shall prevail. 


are 


Third—Shipments carried over two or more lines of 
railroad operated by one express company shall be sub- 
ject to these rates figured on a continuous mileage plus 
10 cents per hundred pounds, but not to exceed $1.50 
per 100 pounds for the total distance. 


Fourth—The application of this new tariff is to be 
governed by the current express classification. 

“We hold,” states the opinion by Commissioner 
Eaton, “that the commission has the right to grant a re- 
hearing and change or modify any and all express rates.” 


“We find,’ reads the report at another point, “that 
express companies in Iowa are common carriers subject 
to the general supervision of the commission, that the 
seven principal express companies are monopolies, each 
having exclusive business on one line of railroad; that 
the element of competition is absolutely eliminated from 
the express business; that the express companies pay the 
railroads from 30 to 57% per cent of their gross receipts 
and that the sole excuse for the existence of express 
companies is the service they perform outside of trans- 
portation.” 

The obligations of the express companies and the 
theory of express rate-making are discussed in the fol- 
lowing language: 

“It is the duty of express companies to pick up and 
deliver all packages and we cannot agree to the theory 
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that a patron who brings his package to the express 
office or takes it from the express office is entitled to a 
lower rate than the patron who has the company pick up 
his package or deliver it. Express companies have no 
authority to absolutely establish pick-up and delivery 
limits. 

“The commission ought to know the amount of money 
in the business upon .which the company asks returns; 
the nature and value of the property owned by the ex- 
press companies, whether it is investment or earnings; 
the nature and character of those earnings; the amount 
of business the company does strictly as a common Car- 
rier as distinguished from other classes of business and 
full details of its intrastate business as well as its entire 
business. 


“Express companies are entitled to a fair and reason- 
able remuneration for the service performed, and being a 
public utility the state has the right to determine what 
is a fair and reasonable remuneration. 


“There is no real relation between the value of the 
property used by the company in the conduct of its busi- 
ness and the service performed, nor in the case of these 
companies between the capital stock and the just earn- 
ings. Its equipment within a state furnishes no rate- 
making basis for that state. We have no satisfactory in- 
formation of their intrastate earnings as distinguished 
from their entire earnings. 


“To reduce express rates to a point where business 
would be congested by the influx of what is properly 
freight business would be a calamitous inconvenience to 
the traveling public. 


“Present conditions render it an easy step to the ob- 
servation that it is doubtful whether or not express com- 
panies have not outlived their usefulness and are not an 
unnecessary burden upon the business world.” 

The commission found that the dividend rates of the 
defendants, excluding surpluses and accumulations, were 
as follows: United States Express Company, 5.6 per cent; 
Wells-Fargo Express Company, 10 per cent; Pacific Ex- 
press Company, 6 per cent; American Express Company, 
12 per cent; Adams Express Company, 8 per cent. 

The following findings are made on the inter-relation- 
ships of the various companies: That the Adams com- 
pany owns $100,000 in the American, $650,000 in the 
Southern and $906,000 in the United States Express com- 


panies; that the American owns all of the National and 
$1,000,000 of stock in the United States Express com- 
panies; that the Southern owns $110,800 in the Adams, 


$118,500 in the American, and $70,000 in the Wells-Fargo 
ixpress companies; that the United States owns $512,000 
in the Wells-Fargo Express Company; that the Pacifi 
is all owned by three railroads. 

The commission finds that the express companies own 
railroad securities in the following amounts: Adams, 
$15,000,000; American, $15,000,000; United States, $3,500, 
000; Wells-Fargo, $1,000,000. 

In conclusion, the commission is of the opinion thal 
it clearly appears that the express companies doing busi- 
ness in Iowa are making excessive and unconscionab| 
profits on the value of the property owned and used in 
the state; that they are making an excessive profit on 
the value of their entire properties; that the net profits 


of the companies are excessive and unconscionable for 


public service corporations to make, and that there ar 
many discriminations in the express business. 
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Only a Euphonism for Subsidy—Law Should 
Allow American Registration of Foreign-Built 
Vessels When American Owned 


—_—_—_—_—. 


“EXPANSION.*” 


The explanation of Postmaster-General 
Hitchcock as to the needs of mail services by American 
steamers to South, East and West Indies, 
South Africa, China, Japan, and to pay 
of the second class the mail rate for steamers of the 
class as provided for in the act of 1891, is but 
another plea to build up American service through the 
aid of subsidies. Call it mail subvention, or 
will, it still is nothing but subsidy. 


BY 


elaborate 


Australia, 
such steamers 


first 
what you 


There seems to be a feeling among those who are 
advocates of upbuilding of the American merchant 
marine, through contributions from the government, that 
if the word “subsidy” were eliminated, it would be 
to the asked-for government aid. The 
great difficulty in getting any additional measure through 
Congress, that diverts money from the public treasury, 
of private steamship lines, is that the aid 
extended in the past has resulted in but little good. . 


the 


easier secure 


to the aid 


Under the mail act of 1891 we have two steamers— 
American built—running between Southampton and New 
York. They are now over twenty years old and are 
poor second-class boats as compared with the modern 
liner the first class. There are a few more 
the West Indies, Venezuela and Cuba. 
overcome competition and, as a matter 
of fact, one of the steamship lines that operated with 
part of their tonnage American built, 
the mail payments under the 1891 
added to fleet of American 
large tonnage of fine 
buiit boats, specially 


ocean of 


that operate 


do not 


to 
They 


aided 
law, 
but has 
passenger steamers of 
for the West Indies and 
Panama Canal traffic, a trade that would seem peculiarly 


and was 
subvention 
boats, 


by 
has not 


added a 


its 


foreign 


within the field of American enterprise of a maritime 
nature. 

And it is to be noted that Postmaster-General 
Hitcheock stated that the lines from San Francisco to 


Australia, China and Japan that operated under the 
mail subvention act, gave up the contract and went out 


of the business. 


We are pleading for better and faster communica- 
tion with the countries of South America, and the Orient, 
Australia and Africa, and yet we 


complish 


now propose to ac- 


it by allowing the pay of first-class steamers 
#5 ‘o second-class boats, to opearte to these countries. 
The speed of a second-class boat is 16 knots. Ger- 
many is putting on boats, unsubsidized, of 17 knots. 
Is there not something wrong with the view as to the’ 
Way in which American services can be built up? 
Why not see what other countries which do 
subsidize are doing? Canada subsidizes various lines 
to the East from Vancouver; to England and France, 


and the West Indies from the Atlantic Canadian ports, 





" We are presenting a contributed article over the signature 
of “Expansion,” covering in an analytical way the question of 
the ocean mail subvention. There is an earnest desire shown 


by the writer to be of aid in the carrying of foreizn tonnage 
in American-owned a practical methods of accomplish- 
cditor. 





ing this are indicated. 
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but she subsidizes lines, and the tonnage she _ subsi- 
OCEAN MAIL SUBVENTION dizes is British built. While it can be said that she 


is a colony of England’s and that therefore it is but 
natural that she should favor English-built tonnage when 
she pays subsidies, as has no shipyards capable 
of turning out first-class steamers, the potent fact must 
be kept in mind, that it is her aim to extend her 
trade, and to that end she aids steamship lines in 
various directions, and British tonnage secures the aid 
because it is the cheapest. Japan subsidizes her mer- 
chant marine, but Japan also allows its citizens to buy 
their steamers in any market. Germany also aids by 
subsidy, but the German government permits its citizens 


she 


to buy in the cheapest market and grants German 
registration. 
The one country that grants large subsidies and 


confines the 


payments to steamers built within its 
territory is France, and that country is almost as in- 
effective in the deep-sea foreign trade as is the United 
States. Although the French government pays millions 
annually to its steamship and sailing fleet, it remains 
a laggard among the mercantile marine nations of the 
world. ; 

And 


advocates 


that is the nation that our 
want us to take pattern by. 
wise to follow those who 
upbuilding a merchant marine? 

Follow 


service and 


mail-subvention 
Would it not 


be have been successful in 


“ngland’s plan. Pay subsidy for special 
for special type of steamers and allow 
steamers, wherever built, American registration if owned 
by American citizens. Establish lines of service to 
different ports and countries, the same to be covered 
by steamers of either American or foreign construction— 
if of foreign, to be granted American registration— 
and pay such lines a stipulated sum, such service to be 
covered by first-class steamers, and the rates of freight 
and passengers to be subject to the jurisdiction of the 
Interstate Commerce Commission or some similar body. 


Even aid our American steamship com- 
subsidy, we would hardly make 
a showing by the time the Panama Canal is opened. 
What do want by that time is that we have com- 
munication by regular lines, subject to the jurisdiction 
of the United States and operated under the American 
flag, so that our mails may move rapidly and regu- 
larly and subject to the jurisdiction of the Post Office 
Department and that our freight will move at advan- 
tageous rates. 


though 
with a liberal 


we 
panies 


we 


We are 
and our 
factured 


becoming fast 
exports are running 


a great importing 
more and more to manu- 
goods, and it is to the markets of South 
America and the Orient that the great expansion in 
trade in American goods may be looked for, and it is 
legitimate for the government to aid these great 
trade routes of the future, as it was to aid the building 


nation, 


as 


of the Pacific roads by the immense land grants of 
earlier times. 
If we are to be a factor in the great markets of 


these countries, we will have to plan our trade routes 


on broad and effective lines. If we are to be a factor 
in the deep-sea foreign trade, the laws of the United 
States governing steamship ownership and operation 


must be as liberal to citizens of the United States as 


are the laws of England and Germany in matters mari- 
time. 






LOWERS RATES ON FUEL OILS 


Nebraska State Railway Commission Finds that 
These Commodities Should Take 
Class D Rates 


Lincoln, Neb., January 6.—By a decision made public 
this week, the Nebraska Railway Commission has or- 
dered carriers operating in this state to establish Class 
D rates as the maximum on petroleum and fuel oils in 
carloads. 

The decision of the commission is as follows: 

Formal Complaint No. 111. 
VICTOR E. WILSON 
vs. 

UNION PACIFIC RAILROAD COMPANY ET AL. 
Submitted December 2, 1910. Decided January 3, 1911. 
Different rates on different grades of same commodity, recog- 
nized by carriers, as in the case of lump and slack coal, 
made to apply on crude and fuel oils. Competition with coal 
for fuel purposes necessitates establishment of correspond- 
ing hasis of rates on oil, empty return haul of tank cars, 
danger of combustion or explosion, and anticipated density 
of traffic considered. Depletion of railroad revenues by sub- 
stitution of oil for coal as fuel not a valid reason for con- 
tinuance of existing rates on oil. Class D rates established 
on crude petroleum and fuel oils on and after February 

3, 1911. 

Complainant in person. 

Edson Rich for Union Pacific Railroad Company. 

W. A. Dilworth for Chicago, Burlington & Quincy 
Railroad Company. 

E. P. Holmes for Chicago, Rock Island & Pacific 
Railway Company. 

C. C. Wright for Chicago & Northwestern Railway 
Company and Chicago, St. Paul, Minneapolis & Omaha 
Railway Company. 

S. E. Stohr for the St. Joseph & Grand Island Rail- 
way Company. 

F. A. Brogan for the Missouri Pacific Railway Com- 
pany. 

Report of the Commission. 
WINNETT, Commissioner: 

The complainant in this case asks that the trans- 
portation charges on crude petroleum and its products 
be reduced from the rates now carried in the tariffs 
of the several defendants, effective in the state of 
Nebraska, to the same basis as obtains in Kansas, as 
set forth in his petition. While asking for reduction on 
both carload and less-carload shipments, and on all 
petroleum products, he indicated during the hearing 
that a reduction on carload lots of crude and fuel oils 
would probably meet the demand. 


The rates, as set forth in the petition, showing a 
comparison between the existing Kansas and Nebraska 
rates, cannot be considered a fair basis, for the reason 
that the distance tariff is used in computing Nebraska 
rates, while, in fact, very little, if any, of the traffic 
involved is moved on distance rates in this state, but 
on terminal rates, which are considerably lower. For 










instance, where the distance tariff makes a rate of 21 
cents per hundredweight, the terminal tariff makes a 
rate of 14 cents per hundredweight, and where the 
distance tariff is 245 cents per hundredweight, the 
terminal rate is 18.2 cents per hundredweight. 

A great deal of evidence was introduced, the most 
of which was taken from the records of this commis- 
sion, showing the revenue received by the various car- 
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riers per ton per mile and per car mile, the net reve- 
nue of the various systems per mile of road, the weight 
of the various equipment in comparison with tank 
cars, in which oil is transported, etc.; also the rates 
on sand, coal, grain, live stock and other commodities 
as compared with oil. 

Exhibit No. 2 of the complainant, showing that 
carriers operating in Trans-Missouri territory (and Chi- 
cago, Burlington & Quincy Railroad Company and Union 
Pacific Railroad Company in Nebraska) have voluntarily 
established a 40-cent rate on crude and fuel oils from 
Kansas producing points to Nebraska points, while other 
oils take a rate of 50 cents, indicates that these carriers, 
at least, recognize the justice of carrying a lower rate 
on crude and fuel oils than on other oils and petroleum 
products. It was also in evidence, and admitted, that 
crude and fuel oils were, and would be, handled for 
the most part in tank cars. 


Defendants contended that the Kansas rates were 
non-compensatory, having been fixed by the Legislature 
of Kansas, and are now in litigation, pending at the 
present time in the United States Supreme Court. It 
was also contended by the carriers that on account of 
tank cars having to be returned empty, together with 
their greater weight and the danger of combustion and 
explosion, they were entitled to a higher rate on oils 
than on the other commodities with which comparison 
has been made. The further contention was made that 
the empty haul on state business was very much greater 
than on the entire system of the carriers, but an 
analysis of the reports on file in this office as to empty- 
car-mile haul on the entire systems as compared with 
the state shows that it is almost the same. Of course, 
nothing is shown in the reports referred to as to the 
percentage of empty haul in the transportation of any 
given commodity, the calculations made being based 
on all commodities, including oil, and ranging from 25 
to 30 per cent of the entire business, both state and 
interstate. 

The value of the commodity is usually conceded tc 
be a factor in fixing rates, and the complainant made 
comparison, as shown in his evidence, between the 
value of the products on which he asked reductions 
and those of very much greater value, but taking lower 
or equal rates. 

The defense also called the attention of the com: 
mission to the matter of density of traffic and the bear 
ing it should have on the fixing of rates. The reports 
of carriers in this office show that in the state of N« 
braska 31.2 per cent of all freight traffic is composed of 
grain and grain products, 15.4 per cent of live stock 
while petroleum and its products is 1.1 per cent of the 
total. Hence, it must be considered that the trans 
portation of crude and fuel oils, under existing con 


tions, would represent a very small fraction of 
entire freight business. 

The defendants also introduced evidence presuming 
to show to what extent it is practicable to use oil 
for fuel, together with its value, as compared with coal 
also the danger to be met with in its use. 

Much stress was placed on the fact that the rates 
for the transportation of oil were once before fixed 
by this cOmmission, and that its findings at that time 


should be final. It was also contended with great vigor 
that the removal of petroleum or any of its products 
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from the class in which they are now carried in the 
Western Classification would be highly undesirable. 

This can be answered, so far as this commission 
and the state of Nebraska are concerned, by stating 
that at the previous hearing on oil rates (L. R. Willard 
et al. vs. C. St. P. M. & O. Ry. Co. et al. (formal No. 
6), and National Petroleum Association et al. vs. A. T. 
& S. F. Ry. Co. et al. (formal No. 12), 1 Neb. State 
Ry. Com. Rep., 99), nothing was brought out regarding 
the use of this by-product for fuel purposes, and no 
mention of it was made in that connection. Since that 
time, however, many citizens have come to the belief 
that fuel oil has value for purposes in which it will 
compete with coal, thus making it necessary and fair, 
in order that the experiment may be worked out, to 
remove it from the only class under which it is now 
listed and place it nearer in harmony with other com- 
modities whose availability for such purposes have long 
been established. 

The commission cannot concur in the argument of 
some of the carriers when they say: 

If the rates on oil should be reduced to such a basis that 
the use of oil would entirely supplant the use of coal, then a 
very large reduction would result in the revenues of the car- 


ers from the fact that three barrels of oil, as shown by the 
stimony, are the equivalent of one ton of coal. 


The practical 
that 
a fuel that 
desirable in 


carriers’ 


application of the above principle 
would mean 
to use is much cleaner, less expensive and 
every way, for the reason that the 
would be better conserved by carry- 
that is more expensive and less desirable 
to the consumer. 

The commission believes that the use of these oil 
products for fuel purposes is, at this ‘time, in an experi- 
mental stage. To what extent such is practicable, 
what extent they will come in competition with 
fuels, can only be determined by time and the 
usual processes of development. 

The railroads themselves have recognized the pro- 
: priety of making different rates on the same commodity, 
when of different value, by fixing the rate 
coal lower than that charged for the 
lump Other petroleum 
™ greater value, most 
f quantities, and 
contemplated, 


more 
revenues 


ng a 


product 


use 
and to 


other 


on slack 
same service on 
products are of much 
of which are distributed in smaller 
if crude and fuel oils can be used as 
there seems to be no valid reason for 
the class in which they shall move to 
™ correspond more nearly with other commodities against 
BS which they must compete. 

It is true that the density 
be a factor in making rates. While, at the present 
ume, the volume of traffic in crude and fuel oils in 
the state of Nebraska is an unknown quantity, the fact 
that there is evidently a strong desire among the people 
=» ‘oO test the value of these oils for fuel purposes, and 
ethat engines are being placed on the market adapted 
»'O such use, justifies the commission, we believe, in 
anticipating the probable increase of traffic in this 
commodity and placing it in a lower class. 

The commission, therefore, finds that for the vari- 
ous reasons above outlined, crude and fuel oils should 
be placed in a lower class than other more valuable 
Petroleum products; but, owing to the fact that oil 
must be shipped for the most part in tank cars which 
Will require an empty return haul, and in recognition 
of the danger in consequence of their being more com- 


coal. 


™ not changing 


of traffic is and should 


a consumer should not be permitted’ 
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bustible and of greater value per ton, 
should not be reduced to the coal rate. 


feels that they 


ORDER. 

It is therefore ordered, by the Nebraska State Rail- 
way Commission, That the Union Pacific Railroad Com- 
pany; Chicago, Burlington & Quincy Railroad Company; 
the Chicago, Rock Island & Pacific Railway Company; 
Chicago & Northwestern Railway Company; the Mis- 
souri Pacific Railway Company; Chicago, St. Paul, Min- 
neapolis & Omaha Railway Company; and the St. Joseph 
& Grand Island Railway Company be, and the same 
are hereby, required, to publish and file with this com- 
mission on or before February 3, 1911, lawful tariffs 
establishing Class D rates as carried in their current 
tariffs on crude petroleum and fuel oils in carload lots, 
between points in the state of Nebraska. 

It is further ordered, That said defendant be, and 
the same are hereby, prohibited from charging and 
collecting greater than current Class D rates, as fixed 
by existing tariffs, on petroleum and fuel oils, in carload 


lots, between points in Nebraska, on and after February 
3, 1911. 


Capital Stock Increases 


Hartford, Conn., January 6.—Advance sheets of the 
fifty-eighth annual report of the state board of railroad 
commissioners, for the year ended June 30, 1910, shows 
that the total capital stock outstanding of the various 
companies reporting to it is $22,140,525 in excess of last 
year; that the gross operating revenue for the year was 
$64,819,495.12, compared with $57,985,541.90 for the pre- 
vious year, an increase of $6,833,953.22. The revenue de- 
rived from the passenger service was $25,422,102.49, and 
from freight $33,463,648.40; the balance, $5,933,744.23, be- 
ing earnings from other sources. Gross operating reve- 
nues per mile of road operated were $26,471.63, and per 
train mile $2.5976. 





The total operating expenses for the year were $41,- 
333,039.07, being $2,788,130.74 more than for the preceding 
year. The percentage of operating expenses to gross earn- 
ings was 63.76. The operating expenses per mile of road 
operated were $16,879.99, and per mile run $1.65078. 

The net operating revenues of the Central New Eng- 
land were $1,289,487.53; of the New London Northern, 
$192,461.79; of the New Haven,. $22,004,451.79, and of the 
South Manchester, $54.94, making a total of $23,486,456.05, 
an increase of $4,044,705.69 over the previous year, and 
were $9,591.64 per mile of road operated and $0.94898 per 
mile run. 

The amount of taxes paid by the companies was $4,- 
120,556.79, which is $549,002.82 more than the amount 
paid last year. The amount paid to the state of Con- 
necticut for the fiscal year, as reported by the state 
treasurer, was $1,542,329.45. 

The amount paid in dividends was $10,291,827, 
no dividends were paid on $8,858,400 of capital stock. 

The freight carried during the year was 29,085,934 
tons, being 3,511,846 tons more than the amount carried 
last year, with an average haul of 82.86 miles. The 
freight revenue was $33,463,648.40, being $3,999,245.34 in 
excess of the amount reported last year. The receipts per 
ton of freight handled were $1.15051 and the average per 
ton per mile $0.01388. The freight revenue per mile of 


while 


road was $13,666.22, and per train mile, $3,94699. 
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FIXES WEIGHTS ON BOTTLES 


Nebraska Railway Commission Establishes Scale 
of Estimated Weights to Govern Charges 
on Returned Empties 





Lincoln, Neb., January 6 —Holding that present 
methods of arriving at the weights of returned empty 
ginger ale, soda and pop bottles, etc., was haphazard 
and resulted in inequalities and discriminations between 
shippers, the State Railway Commission has announced 
a scale of estimated weights to govern intrastate move- 
ments after the first of next month. 

This action is the result of a complaint filed by 


the Fremont Bottling Works. The decision of the com- 
mission, in full, follows: 
Formal Complaint No. 103. 
FREMONT BOTTLING WORKS 
vs. 
CHICAGO & NORTHWESTERN RAILWAY COMPANY 
ET AL. 


Upon investigation and hearing, it is founda that shipments 
of ginger ale, ginger tonic, cider, soda water and pop, in bottles, 
in cases, are shipped and returned at variable weights, some 
upon the billing offered by the shipper, some on weights guessed 
at by carriers’ agents, and some at actual weights; that such 
a practice produces inequalities between shippers and a schedule 
of estimated weights to be applied on such shipments estab- 
lished, as follows: Two dozen quarts, loaded, 95 pounds; re- 
turned, empty, 50 pounds; two dozen 8-ounce pop, loaded, 45 
pounds; empty, 35 pounds. Third-class rating on shipments of 
pop and soda water examined and found reasonable. 


W. H. Young for complainant. 

Cc. C. Wright for Chicago & Northwestern 
Company. 

Cc. E. Spens 
Railroad Company. 

John A. Sheean 
pany. 


Railway 


for Chicago, Burlington & Quincy 


for Union Pacific Railroad Com- 


Report of the Commission. 
CLARKE, Chairman: 

Complainants herein are manufacturers and 
pers of soda water, pop, ginger ale, cider, 
waters, etc., doing business at Fremont, Neb. 

Defendants are common earriers, engaged in the 
transportation of property between Fremont and other 
stations in this state. 

In substance, complainant alleges that on shipments 
of ginger tonic, pop, soda water, etc., a varying weight 
instead of the actual weights is used by the com- 
plainants, tending to make uncertain the amount of 
charges assessed against such shipments, although in 
such cases all shipments are made in standard shipping 
cases of uniform weight and size, and similar in every 
respect to the carriers used by manufacturers of other 
beverages, as, for instance, beer, beer tonic, hop tonic, 
ete., on which the railroads apply an estimated weight 
as per Western Classification No. 44; and, further, that 
on the return of their empty carriers such shipments 
are seldom weighed, weights being estimated without 
uniformity, whereas, on the returned empties on ship- 
ments of beer, beer tonic, etc, uniform estimated 
weights as provided in said classification are applied; 
and, further, that the third-class rating om pop and 
soda water is unreasonable and excessive, and ask the 
Commission to fix and establish a schedule of esti- 
mated weights to be applied on their shipments and 
return empties as follows, to wit: Two dozen quart- 


ship- 
mineral 
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bottle cases of ginger ale, ginger tonic, soda water and 
cider, loaded, 90 pounds per case, and where returned . 
empty 50 pounds per case; for two dozen 8-ounce pop 
cases, loaded, 45 pounds per case, and where returned 
empty, 30 pounds per case; and that the rating on pop 
and soda water be reduced from third to fourth 

The defendants were duly notified and filed their 
separate answers. Upon the hearing it appeared from 
the evidence that the empty carriers used by the com. 


class. 


plainants herein are similar in size, construction and 
character to the empty carriers used by shippers of 
ale, beer, beer tonic, mineral water, etc.; that under 
Western Classification No. 44 the following rating is 
made on carriers, second-hand, returned prepaid, to wit: 
Ale, beer, beer tonic, mineral water and porter pack- 
ages at the following estimated rates (exception to 
Rule 1) one-half fourth-class rate: 

Bottles, in cases, with or without covers— 

DM MEIN oN oe hc cee eSoeb chee occ ceccnse cee Beas DOr CAS 
ree A INO aia 0 6. 6.5566 Sic cc codec used odbcmeatkia 90 lbs. per case 
TR rn 6 Gun bas +06 kU ee ek) ban 00 H0 8 .-55 Ibs, per case 
TCO ONE OED. babe Saicccicecccdewcescencueceeee Mae per CASE 
PN IR a awit. cone: aicn 0 'hie sh dt Ginee alate ei eieth 75 lbs. per case 

That the return empties on shipments of ginger 
ale, ginger tonic and pop, are supposed to be returned 
at actual weight; that, as a matter of practice, such 
shipments are seldom weighed, or were shipped on 
an estimated weight stated in the billing offered by 
shipper or guessed at by the defendants’ agent. This 
latter fact is clearly evidenced by expense bills intro- 
duced in evidence showing weights on returned empty 
pop cases ranging from 20 pounds to 50 pounds per 
case. 

Complainant offered as exhibits one case, two 
dozen quarts beer, loaded, which weighed 92% pounds, 
and under Western Classification they shipped at 9 
pounds. Empty, this case weighed 55 pounds; under 
Western Classification it shipped at 50 pounds. Also 
one case of beer, two dozen pints, loaded, which weighed 
58% pounds, and was shipped under Western Classifi 
cation at 55 pounds. The empty weighed 38% pounds 
and was shipped under Western Classification at 
pounds. 

Complainants also offered in evidence one case 
two dozen quarts of ginger ale, which, loaded, weighed 
96% pounds, empty 58% pounds. 

From various tests taken the following average 
weights on shipments of ginger ale, soda water, etc 
were submitted as follows: 

Loaded, Empt 
Lbs. Lbs 
Western Weighing Association, Fremont......... 971% 
ee. Se CE 6 hdd sc Oceacte<cclhewcebeeueoheeeed 85-92 
SS. OE ID ois a vidS o.4.0 wep darec a Kabeeabin edhe 4 100 
Se Se oan at ence s-ctesbhasdeatan soles 97 
re, PNR TINIE: ia hs Ride oo 4'Sdin « Kerdidwourdie bio 6 06 Wee 96.6 ) 
Complainant also submitted in é@vidence one case 


two dozen eight-ounce pop bottles, loaded, which weighed 


48 pounds, empty 34% pounds. 


The following weights appear from tests taken 0! 


shipments of a similar character as follows: 


Loaded, Empt 
Lbs. Lbs 
Western Weighing Association, Fremont......... 60 1() 
Sn NEO oc cin bund 650.6 vee cline oan.coecece 45-52 
Se Se OD cis no's aka theo See se hegeses ceelee 
i rn can cabbheu o6de 2 dies a taewee seen 48 : 
INS 6 Sit acs dk Wain's db wleeh ooced ween bbe Ot 45-52 36.6 
The defendants contended that the estimated weights 


on which packages of beer and return empties ar 
shipped were arrived at only after an exhaustive it 
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January 7, 1911 

Water and 

returned . yestigation on the part of the carriers and the National 
yunce pop Brewers’ Association, and the adoption by the Brewers’ 
returneq Association of a uniform standard carrier. There is 
1g on pop no uniformity or common standard among the various 
irth class. manufacturers and shippers of pop and ginger ale in 
fled their gts State. 
sei” from Complainants, on the other hand, contended that 
the com. Metuere is as wide a variation on the weights on ship 
ction and ments of beer loaded, and the carriers return empties 
hippers of je? there is on similar shipments of their products and 
hat under pee™pties. 

rating is While the tests of actual weights on these various 
id, to wit: Jeclasses of shipments are not as exhaustive as we 
yrter pack. ewould have wished for, we are satisfied that shipments 


of ginger ale, ginger tonic, soda water, pop and cider 
shipped in bottles in cases, with or without covers, 
should move on aé_ standard estimated weight, and 
the following schedule of estimated weights for 
shipments is reasonable and more conducive to 
quality among shippers than the practice that obtains 


ception to 


lbs. per case hat 
lbs. per case uch 
Ibs. per case 
Ibs. per case 


Ibs. per case Ht present of shipping some on weights offered by 
of ginger Bishipper, in some instances guessed at by railway agents, 
ye returned Band in other instances at the actual weight, to wit: 
ictice, such se 
shipped on Hiro dozen S-ounce pop. ....s0cscsslilsilecsss48 Ibs: 88 Ibs. 
offered by 
went. This In the matter of the rating on pop, we can see no 
bills intro. @B00d reason why it is entitled to any more favorable 
rned empty reatment than shipments of beer, ginger ale and min- 
pounds per pral water. 

i ORDER. 
case, twof it is therefore ordered, By the Nebraska State 


2% pounds, 
pped at 9% 
inds; under 
ounds. Also 
1ich weighed 
ern Classifi- 


Railway Commission, that the Chicago & Northwestern 
Railway Company; Chicago, Burlington & Quincy Rail- 
oad Company; and Union Pacific Railroad Company be, 
nd the same are hereby, notified and directed to put 
nto effect on or before February 1, 1911, the following 
chedule of estimated weights on all shipments of pop, 










381% aS ; A j i i 
38% pound singer ale, ginger tonic, soda water and cider, and 
ation at eturn empty carriers, viz.: 
Loaded Empty 
taco Ee WO dozen quart bottles, in cases, with or 
e one cas INE vascctemhe o¥ pas see,¥h areas s ott 95 lbs 50 Ibs. 
Jed. weighed Vo dozen 8-ounce pop bottles, in cases, with 
, CSOD) Mle wteh «hs pase estab tebe ddnedouneke dts ante 45 lbs. 35 Ibs 
fae everest Made and entered at Lincoln, Neb., this 31st day 
eat Bf Dece ’ 
“ilar ote December, 1910. 
ARRANGES NEW DEPOT FACILITIES. 
aoe. wan f Albany, N. Y., January 6.—The Public Service Com- 
97% _.,mmission, Second District, has closed upon its records 
.85-92 4 : 


100 50 {ge complaint of residents of Hunter, Lexington, Jewett 
: "5.9 ead Wingham against the Ulster & Delaware Railroad 

ompany as to the condition of the passenger station 
t Hunter, Greene County. Since the filing of the com- 
laint, a satisfactory arrangement has been made with 
he company for the improvement of the station com- 


ce one case 
vhich weighed 


‘sts taken 02 


lained of. 
Ws: an ee ae ee 
oaded, Empt LATE TRAIN COMPLAINT SATISFIED. 
Lbs. Lbs 
aa 10 Albany, N. Y., January 6.—The Public Service Com- 
..45-52 08 


a hission, Second District, has closed upon its records 


48 3) Fe complaint of residents of the Chatham division of 
W@ Rutland Railroad as to the operation of train No. 
» Which complaint alleged had been chronically late. 
hew arrangement now in effect has satisfied the com- 
lainants in this case. 


. 45-52 36.0 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 





Effect of Insolvency of Carrier on Claims for Overcharges. 

Wisconsin.—‘In March, 1908, I filed claim with local 
agent of a certain road for overcharges on shipment mov- 
ing from point in one state to a point in another state, 
on account of the rate charged being 22 cents when the 
published tariff rate was 15 cents. On account of the re- 
ceivership and subsequent change of ownership, the claim 
has never been paid, and is now denied on the ground 
that the present owners are not liable for contracts or 
acts on the part of previous owners of the railroad. Pur- 
suant to circular issued by the receiver, I filed a copy 
of the claim with the clerk of the United States Court at 
Indianapolis. It occurs to me that regardless of its receiv- 
ership or subsequent change of ownership, the act of 
charging and retaining a sum in excess of the published 
tariff rate on this shipment after attention has been 
directed to it, was and is in contravention of the federal 
law, and no change of ownership can exempt one or more 
individuals from their act in contravention of the law. 
Is not a liability still attached to this claim and with 
whom should it be placed?” 

It is true that in certain cases the act provides for 
penalties to accrue to the United States against carriers, 
but these accrue mostly in such cases wherein the car- 
riers fail or refuse to comply with the terms of an order 
made by the Commission. It is also true that the Com- 
mission has held that the retention of an overcharge by 
the carrier has all the effects of unjust discrimination 
against a person from whom payment has been required. 
But, inasmuch as you failed to file your claim with the 
Commission, and inasmuch as a claim of an overcharge 
is, ordinarily, simply a right of action by the shipper for 
the recovery of damages from the carrier, the powers of 
the Commission to award damages or reparation can be 
no greater than those of any court possessing concurrent 
jurisdiction over such cases. In fact, the Commission’s 
orders can be enforced only through the decisions and 
judgments of the courts. In addition, by filing your claim 
with the United States Court, you elected to proceed in 
that court instead of before the Commission. In conse- 
quence, assuming that the District Court properly ac- 
quired jurisdiction over and adjudged the road in ques- 
tion insolvent, that all requirements of the law have been 
strictly followed, and that the estate has been fairly 
administered and the receiver or trustee duly discharged, 
the final judgment of said court would be conclusive and 
binding upon you. 

* * ES 

Carriers Requiring Use of Uniform Bill of Lading. 

Missouri.—‘Lines south of the Ohio River have re- 
cently issued an order requiring shippers to use a uni- 
form or standard size of shipping ticket when tendering 
shipments for transportation after January 1, 1911. Can 
the carriers legally do this?” 





The Interstate Commerce Commission has had for a 
number of years under investigation the subject of pre- 
scribing a uniform bill of lading for adoption by all the 
railroads. In January, 1908, the Commission announced 
its precise attitude hereon in re Bill of Lading, 14 I. C. 
C., 346. In that case the Commission considered a uni- 
form bill of lading recommended by the Illinois Manu- 
facturers’ Association, and which represented, in most of 
its principal features, a virtual agreement between ship- 
pers and carriers. This bill of lading was designed for 
use in connection with the shipping of miscellaneous 
freight and general merchandise and as..a substitute for 
the bills now in use in the carriage of property. While 
the Commission expressly announced that it would not 
undertake to prescribe this bill of lading and order its 
adoption, because such an order would exceed its author- 
ity, yet it gave its approval of the same and in doing so 
held that “there may be peculiar conditions in western 
and southern territory which require some modifications 
of or additions to this standard bill, but the desirability 
of uniform usage is so great and reasons for it so obvious 
as to justify the expectation that carriers in western and 
southern territory will adopt the bill in question to the 
fullest extent practicable without abridging any just 
privileges which their shippers now enjoy.” 


It is our opinion, therefore, that if the bill of lading 
now adopted by the lines south of the Ohio River is, in 
its principal features, similar to the bill of lading recom- 
mended by the Illinois Manufacturers’ Association, and if 
the same is not in conflict with the local laws or regula- 
tions of your state, that the Commission would give its 
approval to the proposed action of the lines in question 
if called upon. 

. * o* 


Defining “Localized Freight Arbitrary.” 


Kansas.—‘“What is meant by the term ‘localized 
freight arbitrary,’ as applied by the Interstate Commerce 
Commission?” 

This term has never been, to our knowledge, defined 
or used by the Interstate Commerce Commission. Possi- 
bly you have in mind some ruling issued by a state rail- 
road commission, in which event the ruling would have 
only an intrastate, and not interstate, application. The 
term “arbitrary,” as ordinarily applied to rates, is used 
to designate a rate not founded on a combination of other 
rates, or upon a percentage theory of some general rate. 
It may be, and frequently is, lower than a rate estab- 
lished on a different basis. So long as such a rate is fair 
and equitable, it is amenable to no valid objection. 

* * * 


Counter Claim for Damages Against Undercharge Claim. 


New York.—‘“In July, 1907, a car of lumber was billed 
out under representations of the carrier’s agent that the 
same would leave point of origin at a given time and 
reach destination at a given time. On such representa- 
tions the shipment was made; the shipper having special 
reasons. for loading the car so as to sell the lumber on 
the day of its stipulated arrival at destination. On ac- 
count of a broken engine the car did not arrive at the 
stipulated time but arrived on the next day, on which the 
market broke, and the shipper sold the same at a loss of 
about $150. The freight charges on this consignment were 
paid by the shipper. Two years later the carrier de- 
manded an additional freight, claiming that the amount 
paid was not correct. The shipper refused to pay the 
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same on the ground that he had a counter claim for 
damages against the carrier, whereupon the carrier has 
now instituted suit in a justice court for the difference 
in freight paid and that now claimed. What course 
should the shipper pursue?” 


If the freight originally paid was less than the pub 
lished rate on file with the Interstate Commerce Commis 
sion, the shipper is obligated to pay the difference be. 
tween the original rate charged and that provided for in 
the carrier’s published tariffs. If the carrier is now suing 
in a justice of the peace court it is quite likely that the 
counter claim for damages will not be entertained, even 
assuming that you have a legal counter claim, on the 
grounds that the same is not a proper set-off, or that a 
justice court has no jurisdiction over claims in damages, 
However, this latter point is one that must be deter. 
mined by the local laws of your state. 


Pennsylvania Lines File Brief 





In the investigation of proposed advances in freight 
rates in the Official Classification territory, the Pittsburg, 
Cincinnati, Chicago & St. Louis Railway Company and 
the Pennsylvania Company have filed a separate brief 
setting forth special reasons why, in the view of the 
companies, the advance on their lines are justifiable. 
For the Pittsburg, Cincinnati, Chicago & St. Louis Com 
pany the rates are justified, first, that the increase in 
wages will of itself almost equal the increased earnings 
from the proposed advance, as shown by the testimony 
and, second, because of the low dividends the company 
has been able to pay. 

The company says that the increase in wages, based 
on the payroll of 1909, would be $1,165,034, and the esti- 
mated increase of the gross revenue would be $1,508,444 
and that the balance of the increase of revenue over the 
increased wages would be entirely consumed by the in- 
creased cost of fuel. 

The brief contains a table showing by 
dividends paid on preferred and common stock from 
1890 to 1909, both inclusive. For twenty years the divi 
dends on preferred stock has averaged 3.4 per cent, and 
that the income has not equaled 5 per cent on the stock 
outstanding. 


years the 


For the Pennsylvania Company the brief sets 
three points on which the proposed advance is justified 
First, the estimated increase of revenue is but $100,000 
more than the increase in wages, and that the $100,000 
will not equal the increase in taxes. 


Second, that the earnings have not been sufficient (0 
pay a fair dividend on the stock, and, third, because of 
heavy losses in operating the leased lines of the com 
pany. 


ESTABLISHES NEW PACKAGE CAR ROUTE. 


The Chesapeake & Ohio has put on a new package 
car from the Alton depot in Chicago to Huntington, 
W. Va. The car is scheduled to arrive at Huntington 
the second morning and will handle shipments for ll 
points on the C. & O. between Huntington and Clifton 
Forge and the Louisville and Big Sandy divisions ° 
a third morning delivery basis. 
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NEWSPAPER COMMENT 


On Railway and Other Questions of National and Local Interest. 


In these columns, we aim to give current newspaper comment on 





live topics; the publication of an editorial 


here carries with it neither the approval or disapproval of the opinions therein expressed.—The Traffic Service 


Bureau. 























The Interstate 
suffering 


Commerce 
public by starting an 
reasons why the railroads 
express matter 


Commission might help 
inquiry as to the 
required to carry 
of farming out the 
one of whom is credited 


cannot be 
instead 
privilege to robber companies, 


themselves 


with having made 838 per cent profit last year. If the 
Commission is really meant to benefit the people by 
regulating public service corporations, it could not find 
a more pressing need than in the express business.— 
Gallatin (Mo.) Missourian. 

* * * 


One of the worst features of the ownership and 
control of all lake vessels by the railroads is the monop- 
oly of terminals. 
dom 


So long as this condition exists, free- 


of traffic on the lakes is impossible. Wherever 


“rail and water meet,” there the railroad is the master 
and the dictator. 

Any independent vessel owner would be _ helpless 
under present conditions. Not only would his rates be 


fixed for him, but he would be wholly ignorant of the 
subventions between the railroads and their controlled 
water carriers. _He could not load or land a pound of 
freight or distribute it beyond the local port, without 
submitting himself to the port’s railroad masters. 

The separation of the roads from the monopoly 
of the water route would necessarily separate the lake 
terminals from railroad control. It would necessitate 
dockage owned by the boat lines, or, if owned by the 
railroads, would make it necessary for them to receive 
freights from all vessels at exactly the same charge for 
handling, care and transshipment. 

The one condition would follow as a consequence 
of the other, and any law enacting the one requirement 
or prohibition would necssarily include the other. 

At this port we have railroad docks and warehouses; 
these same railroads own or control the vessel lines, or 
have subventions with them. They fix the water rates 
and apportion the water and land shares of combined 
rates. Under this condition competition on lake carriage 
is a farce, or, rather, there is none. 

Even independent dockage, privately owned, or mu- 
nicipal or state, would have to be followed by com- 
pulsory acceptance of freights from these by the rail- 
roads on exactly the same basis as that governing at 
their own docks for their own cargoes. It would, also, 
have to include the same switching charges and the 
same facilities for using every avenue of transshipment 
and distribution. 

But once the hold of the railroads on the boat 
lines is gone, this monopoly of water traffic broken, 
all of these other benefits would come with it. If the 
control of water transportation was, in fact, not nom- 





inally, but actually, 


from 


taken the same hands that 
control land transportation, naturally the roads would be 
willing and anxious to take freight from all vessels, to 
serve and accommodate all alike. 

The representatives in Congress from the lake states 
can do the country at large no greater service than to 


secure such legislation, and this is a plain duty they, 
owe to their immediate constituencies. In this they 
would have the administration’s support, as President 


Taft is on record as to the Panama canal, and cannot 
deny to the enormously larger traffic of the Great Lakes 
the relief he urges for the canal.—Duluth 
Tribune. 


(Minn.) News- 


* a *~ 

One of the things 
general assembly is a 
tion in Iowa by 
sion to suspend 


we should demand of the next 
law to restore railroad competi- 
authorizing the state railroad commis- 
the long-and-short-haul clause of the 
Iowa distance tariff when required for this purpose. 
Some years ago Governor 
such an enactment 


Cummins recommended 
at the request of citizens of Mar- 
shalltown, who desired to get the benefit of the North- 
western’s competition with the Great Western on pas- 
senger business to Des Moines. The governor had been 
attorney for the Great Western. The legislature adopted 
a bill, but the governor vetoed it on the ground that it 
authorized suspension of the long-and-short-haul 
on freight business as well as passenger. 

The bill vetoed by Governor Cummins is the bill 
Dubuque wants. We want a measure that will enable 
the Milwaukee to compete with the Great Western on 


clause 


both passenger and freight business between Dubuque 
and Des Moines. 
At present the Milwaukee, which has the longer 


line, cannot meet the Great Western’s rate to Des 


Moines without lowering rates to intermediate points. 
These points are not interested in depriving Dubuque 
and Des Moines of the benefits of competition, and they 
will offer no objection to the change in the law pro- 
posed in the interest of restoring competition between 
the commercial cities of the state-—Dubuque (Ia.) Times. 


* - ~ 


Let us hope that Governor Stubbs of Kansas feels 
better now that he got it out of his system. But, after 
that write-up Sam Blythe gave him in the Saturady Post 
it was necessary for Stubbs to come across with some 
radical stuff on the railways. He did. He charged the 
railways with violating the Sherman antitrust laws in 
asking for higher freight rates. He charged them with 
other crimes sO numerous that it took almost two col- 
umns of our Associated Press service yesterday to handle 
the address and it came through without burning the 
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wires, which was a natural surprise, too. And this stuff, 
just now, when people the country over have reached a 
point where they would just as soon have somebody or 
something else roasted by the politicians! Of course it 
is always up to Kansas to furnish the first and last 
political conversation on any subject, and abusing trusts 
and railways and Wall street fellows has been the fash- 
ion down in days when Wall street 
financed the farmers by taking mortgages on their farms, 
and it is likely to continue through all time, for a habit 
once formed Kansans is quite difficult to 
change and Kansas folks have got to roast somebody all 
of the time. Governor Stubbs of Kansas lived up to his 
reputation in that speech delivered at Chicago.—Houghton 
(Mich.) Mining Gazette. 
Pg bo * 


Kansas since the 


among the 


‘he nterstate ‘ommerce ‘ommission 1as ye 
Tl TInt tat ( ( mi ha been 


brought to the understanding that there are more ways 
than one of 


killing a cat, if the annual report of its 


investigations discloses correctly what are some of the 
railroads. 
“The fight 


practices 


practices of the 

The report says: against discrimination 
still remaining which 
difficult of extirpation 
reason of the fact that they are 
hidden in contractial arrangements legal, ex- 
cept for the effect produced.” 

The fight between carriers and shippers for cheaper 
rates or increase in charges, complicated as it is, is 
aggravated when charges of favoritism for the big 
shipper are generally suspected or known.—Cincinnati 
(O.) Commercial Tribune. 


is by no means won, 
insidious and 


than open rebating, by 


are more more 


entirely 


Washington, D. C., 6.—The Department of 
State has made public the report prepared by ex- 
Chairman Knapp of the Interstate Commerce Commission 
and Chief Commissioner Mabee of the Board of Railway 
Commissioners for Canada, 
of an. international rail 
through traffic between 

The report states: 

“It is quite apparent 
United States 


January 


recommending the creation 
board for the regulation of 
Canada and the United States. 


that the 
and of Canada are 
effective control of international carriers, as respects 
through rates and the establishment of through routes 
and other matters which are proper subjects of joint 
regulation, and that such regulation would be mutually 


existing laws of the 
inadequate for the 


advantageous to the interests of both countries. 
“It is equally plain that the regulation to which 
international carriers should be subjected is  substan- 


tially similar to that provided for interstate carriers of 
the United States under the substantive provisions of 
the amended act to regulate commerce, as the same are 
defined and summarized in a draft of a proposed treaty 
between the United States and Canada. 

“The intended effect of such a treaty would be to 
subject international carriers, within the limits outlined, 
to obligations and requirements corresponding to those 
now imposed upon the interstate carriers of this country. 

“To accomplish the desired result a treaty between 
the two countries would be preferable to concurrent 
legislation, and a draft of the substantial provisions of 
a proposed treaty, omitting the formal parts, is ap- 
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pended hereto and submitted for your consideration. 

“As will be seen, this proposed treaty provides for 
a tribunal to enforce and administer its provisions, to 
be known as the International Commerce Commission, 
and which shall consist of four members, namely, the 
chairman of the Interstate Commerce Commission and 
the chief commissioner of the Board of Railway Com 
missioners for Canada, for the time being a member 
of the Interstate Commerce Commission, to be ap- 
pointed by the President of the United States, and a 
member of the Board of Railway Commissioners for 
Canada, to be appointed by the governor-general of 
Canada in council. 

“The conferred upon and authority given 
to this commission, in respect of international carriers, 
would correspond to the extent indicated, to those exer- 
cised by the Interstate Commerce Commission in re- 
interstate carriers within the United’ States. 

“International carriers by water between the United 
States and Canada should not be subjected to the pro- 
visions of such a treaty, except when and to the extent 
that they unite with rail carriers in either country in 
forming through’ water and rail or rail and water routes. 


powers 


spect of 


“The provisions of such a treaty should apply to 
telegraph, telephone and express companies, and such 
companies should be subject, as respects their inter- 


national business, to the authority of the International 
Commerce Commission. 

While the proposed treaty was not made public, 
it is understood that it provides that claims for repara- 
tion shall not be heard by the new commission and 
that that body shall not institute criminal proceedings 
against shippers or carriers. 





VACATES SUSPENSION ORDER. 


Washington, D. C., January 6.—The Interstate Com- 


merce Commission has issued an order vacating its 
previous suspension of Supplement 5 to Chicago, Mil- 
waukee & St. Paul Tariff No. I. C. C. B-2050, increasing 
rates on live stock between the and the Mis- 
sissippi rivers. 


Missouri 


New York Board Has Busy Year 





Albany, N. Y., January 6.—At the close of business 
for 1910 the Public Service Commission, Second Dis- 
trict, had presented to it for action 2,071 different mat- 
ters. These included 1,438 complaints which were han- 
dled informally by the commission and settled without 
the necessity of formal orders, 371 formal complaints 
and 262 applications from various corporations for au- 
thorization by the commission. 

During the year the commission disposed of and 
closed 1,670 of the matters presented. During the three 
years of the commission’s existence 5,496 matters have 
been presented to it for action. In addition to daily 
sessions and consideration of disposition of cases, the 
commission handled 554 hearings, covering a period of 
196 days. 

During the year the commission authorized capi- 
talization to the amount of $151,048,108. In 1909 there 
was authorized . $142,855,035.85; in 1908, $92,253,900; for 
the last six months of 1907, $17,730,745.49, a total for 
the three and a half years of the commission’s existence 
of $403,887,789.34. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


he National Industrial Traffic League. 
Object—The object of this league is 
to interchange, ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and _ transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States, 


Officers 
J. C. Lincoln, President, 
Comm’r Merchants’ Exchange Traffie 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President, 
Mgr. Transp. Dept. Board of Trade, 
Chicago, Il. 
W. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Ill. 


ILLINOIS, 


ake County Manufacturers’ Association, 

E. P. Sedgwick, Pres., Waukegan. 

ational Association of Agricultural Im- 

ese and Vehicle Manufacturers, 
’. J. Evans, Secy., Chicago. 

terling 

Manufacturers’ and Shippers’ 

Association, 

In charge of traffic of industries at 
Sterling and Rock Falls, Il. 


E. fe eer President 
Wot 0 0 caVeuaws Vice-President 
a a | MERRAR Secretary-Treasurer 
W. E. Long.............Traffic Manager 
MINNESOTA, 


orthern Pine Manufacturers’ Ass0cla- 
tion, H. S. Childs, Secy., Minneapolis. 


MISSOURI. 





Business Men’s League, P. W. Coyle, 


Comm’r, 614 Bank of Commerce Bidg., 
St. Louis. 

ommercial Club, H. G. Krake, Comm’r, 
St. Joseph, 

ansas City Transportation Bureau of 
the Commercial Club, H. G. Wilson, 
Trans. Comm’r, 105-6-7 Board of Trade 
Bidg., Kansas City. 


NEW YORK. 
lbany Chamber of Commerce, Wm. B 
Jones, Secy., 95 State St., Albany. 
ational Wholesale Grocers’ Association, 


A. H. Beckman, Secy., 6 Harrison St. 
New York, . 


OHIO. 
leveland Chamber of Commerce, Munson 
A. Havens, Secy., Cleveland. 





TRAFFIC CLUBS 
he Traffic Club of New York, F. E. Her- 
riman, Pres.; C. A. Swope, Secy. 
he Traffic Club of Chicago, John T. 
Stockton, Pres.; Guy S. McCabe, Secy. 
he Traffic Club of Philadelphia, Edw. 
Knight, Pres.; H. C. Trumbower, Secy. 
he Traffic Club of St. Louls, Geo. J. 
Tansey, Pres.; A. F. Versen, Secy.-Treas. 
he Traffic Club of Pittsburg, O. M. Hils- 
worth, Pres.; T. J. Walters, Secy. 
he Transportation Club of Indlanapolls, 
, J. Blaker, Pres.; L. E. Stone, Secy. 
¢ Transportation Club of Louisville, 
Alfred Brandeis, Pres.; W. E. Cham- 
bers, Secy. 
2 Transportation Club of Toledo, Thos. 
panion. Pres.; L. G. Macomber, Secy. 
¢ Traffic Club of St. Paul, J. R. Jones, 
Pres. ; A. L. Bowker, Secy. 
e Traffic Club of Newark, Chas. Mil- 
bauer, Pres.; E. G. Weil, Secy. 
Ged ansportation Club of Detroit, Mich. 
3 ad W. Parker, Pres.: W. R. Hurley, 
he Railroad Club of Kansas City, Mo. 
ames L. Marens, Pres.; Claude Man- 
ove, Secy. 
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COMPLAINTS BEFORE COMMISSION 





Digest of Petitions Lodged with Interstate Commerce Board During 
Past Week 





Chas. T. Abelles & Co. of Little 


Rock, Ark., vs. B. & O., B. & O. 
S. W., St. L. & S. F., Terminal Ry 
Assn. of St. Louis and C. RL. IL & 
P. (3735). 

Complainant alleges that on 
March 8, 1909, it received at 
Little Rock, Ark., a shipment of 
window glass from Utica, O., 
charges assessed and _ collected 
$243.27, at rate of 5ic per 100 Ibs. 

Complainant alleges that the 
rate charged by defendants was 
excessive, unreasonable and un- 
just, and put complainant to a 
great disadvantage in the mar- 
keting of its goods. 

Complainant prays that after 
due hearing and investigation de- 
fendants be made to answer such 
charges, to cease and desist from 
such violations, to put in force 
more reasonable and just rates 
and asks reparation in the sum of 
$23.85 with interest. 


H. Algert vs. C. B. & Q., and 
Denver & R. G. (3736). 

Complainant alleges that on cer- 
tain dates he shipped from Farm- 
ington, N. M., to Chicago, IIl., cer- 
tain shipments of goat and sheep 
skins. 

Complainant alleges that the 
rates charged by defendants were 
excessive, unreasonable and unjust 
and put complainant to a great 
disadvantage in the marketing of 
his goods, and prays that after 
due hearing and investigation de- 
fendants may be made to answer 
such charges, to cease and desist 
from such violations, to put: in 
force more reasonable and just 
rates and asks reparation in the 
sum of $28.66 with interest. 

G. M. Stephen, attorney for 
complainant, 1210 Security Bldg., 
Chicago, Ill. 


Atlantic Refining Co. of Philadel- 


phia, Pa., vs. B. & O., P. & R., 
ie Vice BM Tr CO.. HER, 
(3721). 

Complainant alleges that during 
the months of May, June, July, 
August, September, October, No- 
vember, December. 1909, and Jan- 
uary, February and March, 1910, it 
shipped thirty-three cars of pe- 
troleum oil from Philadelphia, Pa., 
to Utica, N. Y., rate charged and 
collected $1,451.54, which rate 
complainant contends to be exces- 
sive, unreasonable and unjust. 

Complainant prays that after 
due hearing and investigation de- 
fendants be made to answer such 
charges, to cease and desist from 
such violations. to put in force 
more reasonable and just rates 
and asks reparation in the sum of 
$145.18. 

N. C. Arnold, New York, N. Y. 


Blodgett Milling Co., The, of Janes- 


ville, Wis., vs. C. M. & St. P., and 
P. R. R. (3709). 

Complainant alleges that on Oct. 
9, 1909, it received one carload of 
buckwheat grain at Janesville, Wis., 
from East Orwell, O., charges as- 
sessed and collected $140, at rate 
of 25%c per 100 pounds. 

Complainant alleges that the rate 
charged by defendants is excessive, 
unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and 
desist from said violations, and 
asks. reparation in the sum of 
$46.67. 


Bluefield Shippers Assn., of Blue- 


field, W. Va., vs. Norf. & West., 
Pac & Re ob. b..2 Bae 
various other roads. (3753). 
Complainant alleges that the 
rates as charged by defendants to 
Bluefield, W. Va., from points on 
defendants’ lines are excessive, 
unreasonable and unjust, and in 
violation of “Section One of the 
Act to Regulate Commerce.” 
Complainant alleges that the 
rates put Bluefield, W. Va., and 
receivers of freight at Bluefield, 
W. Va., at a disadvantage in the 
marketing of their products. 
Complainant prays that after 
due hearing and investigation de- 
fendants be made to answer such 
charges, to cease and desist from 
said violations, and to put in force 
such reasonable and non-discrimin- 
atory rates as the Commission 
may deem complainant entitled to. 
H. B. Arnold, counsel for com- 
plainant, Columbus, O. 


Dian Lumber Co. of St. Louis, Mo., 


vs. Prescott & N. W., St. L. I. M. 
& S., and Mo. Pac. (3725). 

Complainant alleges that during 
the course of its business on dates 
between March 29, 1909, and July 
10, 1909, it shipped five consign- 
ments of yellow pine lumber from 
Dian, Ark., to Washington, Mo. 

Complainant alleges that’ the 
rates charged by defendants were 
excessive, unreasonable and _ un- 
just, and prays that after due 
hearing and investigation defend- 
ants may be made to answer such 
charges, to cease and desist from 
said violations, and asks repara- 
tion in the sum of $18.85. 


DuPont de Nemours Powder Co., The 


E. IL, of Wilmington, Del., vs. C 
R. R. of N. J., P.. & R, West. Md., 
Norf. & West., C. & O., and L. & 
N. (3711). 

Complainant alleges that between 
the dates of June 12, 1908, and 
March 4, 1909, it shipped from Ken- 
vil, N. J., and Tompkins Point, 
N. J., to Copperhill, Tenn., five car- 
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loads of high explosives. 
plainant alleges that the 
charged by defendants are exces- 
sive, unreasonable and unjust, and 
prays that after due hearing and 
investigation defendants be made 
to answer such charges, to put in 
force more reasonable and just 
rates, to cease and desist from said 
violation, and asks reparation in 
the sum of $607.84. 

Galesburg Grocery Co. of Galesburg, 
i. .va. C. B. & Q, Ci. 2a N: W., 
and C. M. & St. P. (3734). 

Complainant alleges that during 
the course of its business it re- 
ceived at Galesburg, Ill, certain 
shipments of cheese, from Plym- 
outh, Wis., at a rate of 48¢c per 
100 Ibs. 

Complainant alleges that the 
rates charged by defendants are 
excessive, unreasonable and _ un- 
just, and contends that the rate on 
said commodity between said 
points should not exceed 41.9¢c per 
100 Ibs. 

Complainant prays that after 
due hearing and investigation de- 
fendants may be made to answer 
such charges, to cease and desist 


Com- 
rates 


from said violations, to put in 
force more reasonable and just 
rates and asks reparation in the 
sum of $8.38 with interest. 

G. M. Stephen, attorney for 
complainant, 1210 Security Bldg., 
Chicago, II. 

Haas & Sons, Wm., vs. M. K. & T. 

(3710). 

Complainant alleges that it 


shipped one car of ash blocks to 
Durand, Okla., from Fawn, Okla., 
a point four or five miles from 
Durand, thence reshipped car to 
Sherman, Tex., charges assessed 
and collected being $96.80. Com- 
plainant alleges that the _ rate 
charged by defendant was exces- 
sive, unreasonable and unjust and 
was almost twice the market value 
of said commodity. 

Complainant prays that after due 
hearing and investigation defendant 
may be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $78.55. 


Hendris & Bolthoff Mfg. Co. vs. Sou. 
Ry., St. L. R. M. & S., Mo. Pac., 
and D. & R. G. (3751). 

Complainant alleges that on 
June 22, 1909, it received at Den- 
ver, Colo., a shipment of telegraph 
pole cross-arms, from North 
Wilkesbarre, N. C., rates charged 
and collected $393.96, at a rate 
of 67c per 100 Ibs. 

Complainant alleges that the 
rates charged by defendants are 
excessive, unreasonable and unjust 
and prays that after due hearing 
and investigation defendants may 
be made to answer such charges, 
to put in force more reasonable 
and just rates, and asks reparation 
in the sum of $52.92. 

G. M. Stephen, attorney for com- 
plainant, 1210 Security Bildg., 
Chicago, Ill. 
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The International Purchasing Co. vs. 
N. O. & N. E., Ala. Gt. Sou., C. 
mS @ 2. BO. CO = Bh 
Yazoo & M. V., Ill. Cent., and Ind. 


Sou. (3713). 

Complainant alleges that be- 
tween the dates of Jan. 12, and 
Oct. 14, 1910, it shipped six car- 
loads of old rope, from New Or- 
leans, La. to Wellsburg and 
Lazearville, W. Va., and one car- 


load of old rope from Mobile, La., 
to Lazearville, W. Va. 
Complainant alleges that the 
rates charged by defendants were 
excessive, unreasonable and unjust 
and resulted in an overcharge of 


$239.26. 
Complainant prays that after 
due hearing and investigation de- 


fendants may be made to answer 
such charges, to cease and desist 
from said violations, to put in 
force more reasonable and just 
rates, and asks reparation in the 
sum of $239.26. 


W. H. Kenworthy & Sons. vs. Union 
ae Te e.. Ta, Be. Oe ee, Be 
various other roads. (3723). 


Complainant alleges that in the 
course of its business, during the 


year of 1910, it shipped from 
Hayes, Kan., to South Lacona, 
Wash., various carloads of flour. 


Complainant alleges that the rates 
charged by defendants were exces- 
sive, unreasonable and unjust and 
prays that after due hearing and 
investigation defendants may be 
made to answer such charges, to 
cease and desist from said viola- 
tion, to put in force more reason- 


able and just rates, and asks 
reparation in the sum of $41.13 
with interest. 
Larson Lumber Co. vs. Gt. Nor. 
(3724). 

Complainant alleges that on 


March 12, 1909, it shipped a con- 
signment of fir lumber from Bell- 


ingham, Wash., to Hague, N. D.. 
rates charged and collected 
$242.25, at rate of 53.5¢c per 
100 Ibs. 

Complainant alleges that the 
rates charged by defendant were 
excessive, unreasonable and _ un- 


just and prays that after due hear- 
ing and investigation defendant 
may be made to answer. such 
charges, to cease and desist from 
said violations, to put in force 
more reasonable and just rates, 
and asks reparation in the sum 
of $61.13. 


Leon E. Lum vs. Gt. Nor. (3716). 
Complainant alleges that the de- 
fendant’s charges on iron ore per 
100 Ibs. from Grand Rapids, Minn., 
to Superior, Wis., is 8.1c, whereas 
any rate in excess of 40c per ton 
is excessive, unreasonable and un- 
just. Complainant alleges that by 
reason of such discriminatory 
rates complainant’s ore is greatly 
depreciated in value, and he is 
put to great disadvantage in the 
marketing of his products. 
Complainant prays that after 
due hearing and investigation de- 


Menasha, Wis., to Memphis, Tenn 
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Complainant alleges that on Dec 


29, 1909, it shipped from Menasha 1908, it 
Wis., to Memphis, Tenn., a con fuel Woo 
signment of wooden kegs, charges Mich., to 
assessed and collected $89.94, at a 14c per 
rate of 43.5c per 100 Ibs.; that on leges the 
Jan. 12, 1910, it shipped from defendant 


a consignment of wooden kegs after due 
charges assessed and _ collected tion defe 
$80.52, at a rate of 44c per 100 answer s 
Ibs.; that on Jan. 7, 1910, it desist fre 
shipped from Menasha, Wis., in force 

Memphis, Tenn., a consignment rates, an 
wooden kegs, rate charged and sum of § 
collected $91.52, at a rate of 44 Goos « 
per 100 Ibs.; that on Aug. 28, 190 complain; 
it shipped from Menasha, Wis., to Poplar Blu 
Memphis, Tenn., a consignment of Poplar 1 
wooden kegs, rates assessed and B. & O. 
collected $98.75, at a rate of 43.5¢ & S. (37 
per 100 lbs.; that on Jan. 25, 191) Compla 
it shipped from Menasha, Wis., t reived o1 
New Orleans La., a consignment Bluff, Mo 
of wooden kegs, charges assessed certain § 
and collected $109.68, at a rate of Compla 
53.5¢c per 100 Ibs.; that on Oct 63c per : 
1909, it shipped from Menasha, fendants 
Wis., to New Orleans, La., a cor able and 
signment of wooden kegs, charges said com 
assessed and collected $93.59, at aM ic per 

rate of 49c per 100 Ibs.; that on Complé 
Dec. 16, 1909, it shipped from due hea 
Menasha, Wis., to New Orleans, fendants 
La., a consignment of wooden such che 
kegs, charges assessed and col™ from ga 
lected $110.25, at a rate of 49c per force m 


100 Ibs. 

Complainant alleges that the 
rates charged by defendants are 
excessive, unreasonable and uw 
just, and put complainant to 3 
great disadvantage in the market 
ing of its goods. 

Complainant prays that after 
due hearing and investigation de 
fendants may be made to answer 
such charges, to cease and desist 
from said violations, to put 
force more reasonable and jus 
rates, and asks reparation in the 
sum of $206.64. 
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Milburn Wagon Co. vs. L. S. & Mi Tesent the 

S., Cc. I. & Sou, C. C. C. & St. " 
and M. & O. (3720). ~ Attent 
Complainant alleges that os charge¢ 
Sept. 2, 1910, it shipped one C4"MMcarrjerg jp 
load of farm wagons from Toledfag op , 
O., to Gordo, Ala, charges % epot faci 
sessed and collected $125.40; cong acl 
plainant alleges that on Nov. *™PY to c¢ 
1910, it shipped from Toledo, 0@chedules, 
to Gordo, Ala., one carload MBwits of ¢ 
farm wagons at a rate of 42c Pei. under 
si 

100 Ibs. to 
Complainant alleges that tha orney-g 
rates charged by defendants We™@@lrpose j; 
excessive, unreasonable and “BMtsiness 





just, and prays that after dv 
hearing and investigation defet 
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January 7, | 


ants may 
fendant may be made to answer charges, | 
such charges to cease and desist said viol 
from said violation, and to put in more: reg 
force more reasonable and just and asks 
rates. $21.60. 

Menasha Woodenware Co. of Me The Northe 
nasha, Wis., vs. C. M. & St. P, P. & S. 
CG. & N..W., ti, Cents-Oe C. C. & (3727). 
St. L., L. & N., and various other Compla 
roads. (3726). course of 


months o 
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ants may be made to answer such rates, and asks reparation in the hearing and investigation defend- 
answer charges, to cease and desist from sum of $32.22. ant may be made to answer such 
1 desist said violations, to put in force G. M. Stephen, attorney for charges, to cease and desist from 
» put in more’ reasonable and just rates, complainant, 1210 Security Bldg., said violations, to put in force 
nd just and asks reparation in the sum of Chicago, Il. more reasonable and just rates, 
$21.60. Rose, R. M., of wey iy one — asks reparation in the sum of 
: . vs. N. C. & St. L., Sou. Ry., Cent. 85 with interest. 
of Me #® The Northern Wood Co. vs. M. St. of Ga., C. C. C. & St. L., me L. & Wheeler-Holden Co., vs. L. & N. 
Sgt Be tae gat the: W. —_N. and various other lines. (3708). (719). 
Cog (olat). . Complainant alleges that on cer- Complainant alleges that on vari- 
us other Complainant alleges that in the tain dates it received at Chatta- ous dates it shipped seven carloads 
course of its business during the nooga, Tenn. and Jacksonville, of cross ties from Wyadam, Ky., to 
on Dec months of March, April and May, Fla., various consignments of whis- Cincinnati, O., at a rate of 43¢ per 
Menasha 1908, it shipped six carloads of key, wines and other liquors, from 100 pounds, with demurrage charges 
a COM: fuel wood, from Nahma Junction, various points in the United States. of $144, 
charges Mich., to Racine, Wis., at rate of Complainant alleges tnat the rates Complainant alleges that the 
94, at af i4c per 100 Ibs. Complainant al- charged by defendants were exces- rates charged by defendant were 
that on leges that the rates charged by sive, unreasonable and unjust, dis- excessive, unreasonable and unjust, 
ed from defendants were excessive, unrea- criminated against Chattanooga and prays that after due hearing 
is, Tenn sonable and unjust, and prays that and Jacksonville, and put compla:n- and investigation defendant may be 
en kegs after due hearing and investiga- ant to a great disadvantage in the made to answer such charges, to 
collected tion defendants may be made to marketing of its products. ceasé and desist from said viola- 
per answer such charges, to cease and Complainant prays that after due tions, to put in force more reason- 
1910, it desist from said violations, to put hearing and investigation defendant able and just rates, and asks repara- 
Wis., in force more reasonable and just be made to answer such charges, tion in such sum as the Commission 
nment of rates, and asks reparation in the to cease and desist from said viola- may deem complainant entitled to. 
rged sum of $152.25. tions, to put in force more reason- Wilson Bros. Lumber Co. of Pitts- 
te of 44 Goos & Rooney, attorneys for able and just rates, and asks rep- burg, Pa., vs. Pitts. S. & N., Erie, 
. 28, 190! complainant, Chicago, Ill. aration in the sum of $437.41, with and P. & L. E. (3717). 
, Wis., tof Poplar Bluff Light & Power Co. of interest from the time shipments Complainant alleges that on Oct. 
mnment of Poplar Bluff, Mo., vs. B. & O., moved. 17, 1908, it shipped one carload of 
assed and B. & O. S. W., and St. L. I. M. G. M. Stephen,: attorney for lumber from St. Marys, Pa., to New 
e of 43.5¢ & S. (3728). complainant, 1210 Security Bidg., Castle, Pa., charges assessed and 
25, 1911 Complainant alleges that it re- Chicago, Il. collected $60.96, at rate of 12c per 
Wie, | reived on various dates at Poplar Virginia-Carolina Chemical Co. of 100 pounds. 
nsignment Bluff, Mo., from Washington, D. C., Richmond... Va., .vs. A. -G. 4b. Complainant alleges that the 
3 assessed certain shipments of machinery. (3721). rates charged by defendants were 
a rate of Complainant alleges that rate of Complainant alleges that on excessive, unreasonable and unjust 
on Oct. 1 63c per 100 lbs., as charged by de- March 23, 1908, it shipped three and resulted in an overcharge of 
Menasha, fendants was excessive, unreason- carloads, and on March 24, 1908, $10.16. 
La., a Cor able and unjust, as a just rate on it shipped one carload of bulk Complainant prays that after due 
rs, charges said commodity should not exceed acid, from Charleston, S. C., to hearing and investigation defend- 
93.59, ata 6lec per 100 Ibs. Gainesville, Fla., charges assessed ants may be made to answer such 
3.3 that on Complainant prays that after and collected $310.00, at rate of charges, to cease and desist from 
pped from due hearing and investigation de- $3.10 per ton. said violations, to put in force 
w Orleans,@ fendants may be made to answer Complainant alleges that the more reasonable and just rates, 
of wooden such charges, to cease and desist rates charged by defendants were and asks reparation in such sum 
i and col from said violations, to put in excessive, unreasonable and _ un- as the Commission may deem the 
of 49c pet foree more reasonable and just just, and prays that after due complainant entitled to. 
that the?_————— - " — . = 
ndants are e os ee! , 
2 and w: Texas Board Submits Report re June 30, 1908, qccemtaaton's track mileage table 
inant to 3 showed 13,110.35 miles of main line and branches. The 
the market 











Austin, Tex., January 6.—The nineteenth annual re- 
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port of the state railroad commission for the year ending 
October 31, 1910, has been submitted to the governor. 
The commission renews its suggestion, made in the re- 
port for 1908, that the law be amended so as to give the 
lailroad commission the benefit of a special assistant 
attorney-general, to be appointed either by the commis- 
sion or by the governor, and whose duty shall be to rep- 
Tesent the commission in the suits brought by or against 
i. Attention is called to the fact that the commission 
Ils charged by law with seeing that all laws affecting 
‘atriers in this state are enforced. It is stated that the 
4sk of compelling the railroads to maintain adequate 
epot facilities is a difficult one and that it is no less 
Fasy to compel the railroads to observe their printed 
thedules. Of late the commission has filed a number of 
lits of this character. The report says: “We wish to 
’ understood as not complaining in the slightest at the 
lorney-general or any of his assistants, and our sole 
urpose is to relieve his department and expedite the 


Msiness of the railroad commission and conserve the 
tblic interest.” 

















corresponding table for the end of the fiscal year of 1910 
shows 13,819.44 miles, a net increase of 709.09. 

The following increases and decreases as compared 
with the preceding year are shown: 

Passenger revenue, increase $1,647,568, or 7.33 
cent; excess baggage revenue, increase $7,969, or 3.03 
cent; mail revenue, increase $32,363, or 1.90 per cent; 
press revenue, increase $264,730, or 14.78 per cent. 
revenue from transportation-passenger, increase $19,970, 
or 26.98 per cent. Other revenue from operation-passen- 
ger, increase $18,031, or 14.65 per cent. Freight revenue, 
increase $2,186,804, or 3.51 per cent. Other revenue from 
transportation, freight, decrease $70,766, or 6.61 per cent. 
Other revenue from operation, freight, increase $152,878, 
or 45.78 per cent. Other revenue from operation, increase 
$42,428, or 14.57 per cent. 

The totals for all the roads show, when compared 
with the figures for the preceding year, increase and 
gross earnings, $4,301,979, or 4.76 per cent, Increase and 
operating expenses, $4,478,631, or 6.58 per cent. Decrease 
and income from operation, $176,652, or .79 per cent. For 
the year covered by this report the gross earnings, oper- 
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ating expenses and income from operation were as fol- 
lows: Gross earnings, $94,731,430.06; operating expenses, 
$72,524,020.35, showing an income from operation of $22,- 
207,409.71. 


Enjoins Iowa Coal Rate Order 





Council Bluffs, Ia., January 6.—A temporary injunc- 
tion, restraining the enforcement of the recent order 
of the State Railroad Commission reducing intrastate coal 
rates, has been issued by the United States District 
Court here. 

The railroads predicated there their case of two 
grounds; first, that intrastate traffic was at present 
unremunerative, and second, that the order of the 
commission was an interference with interstate com- 
merce. In support of the first proposition it was al- 
leged that each Iowa community is self-sustaining, so 
far as the products of Iowa are concerned, and there 
is no commerce in Iowa products between cities of 
Iowa. Iowa produces no lumber, iron, salt, manufac- 
tures but little flour, imports its agricultural imple- 
ments, and has no great state manufacturing interests. 
Therefore, it was contended, what Iowa does not pro- 
duce comes from abroad. Rates from the large dis- 
tributing centers, such as Chicago, New York, Boston 
and the Pacific Coast are practically the same to the 
various distributing points in Iowa. These sell in com- 
paratively small lots and for short hauls. It is the plea 


of the railroads that the intrastate traffic in freight 
not only does not pay expenses, but it does not pay 
the cost of operation. 

To sustain their second allegation, the railroads 


ealled attention to the fact that the state board filed 
a very elaborate opinion in the coal-rate case, and then 
assert that the conclusion reached was contrary to the 
facts found. As it compared the rates between Iowa 
and Illinois, finding that because of the great tonnage 
handled, density of population and the main lines service 


distributors as compared with the short line service 
in Iowa, the rates there should be lower. It found, it 
is claimed, that Illinois recently raised its rates, but 


in spite of this finding reduced the Iowa rates below 
the commission rates of Illinois. 





New Low-Grade Line Ready 


The 
new 


Lynchburg, Va., January 6.- Southern Railway 
announces that it will low-grade, double- 
track line into this city in operation early this year. 
This improvement, which has been under way for 

and a has meant an entire change 

from Winesap, north of this 
The most important 
constructional features of the new line are a 1,300-foot 
tunnel under Rivermont, one of the suburbs of the 
city; a tunnel 120 feet long under Park Avenue; a steel 
bridge 1,860 feet long and 150 feet high, over James 
River; several steel and concrete viaducts, including 
one 150 feet long, carrying the spur track of the 
Norfolk & Western, and an 80-foot concrete bridge. 

The old line now in use crosses the James River 
at the foot of the hills and passes through a very 
restricted section on the east side of the city. The 


have its 


four half years, 
miles 


the 


from 
Durmid, on 


of line 
city, to 


seven 
south. 
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bridge over the James is at a very low level. 
quently every Southern freight and passenger traiy 
going out of Lynchburg, north or south bound, has ty 
climb a very heavy grade. By the use of the ney 
line, which runs through the western part of the cit 
on a much higher plane, the heavy grades will hp 
avoided and trains will pass through the city withow 
having to climb a grade exceeding 40 feet per mile. 

All the through passenger trains of the Southen 
will be run over the new line and all through freight 
will also go over it. The local freight terminals. noy 
in use, will be maintained and local passenger trains 
will use the old line and stop at the present passenger 
station, this being in accordance with 
the people of Lynchburg. 


Craffic World Changes 


Announcement has been made of the appointment 
of F. A. Curry as division freight agent of the Lake 
Erie & Western Railroad, Ft. Wayne, Cincinnati & 
Louisville Railroad and the Northern Ohio Railway 
with headquarters at Sandusky, O. L. E. Oliphant ha: 
been appointed chief of tariff bureau of the same 
lines and will have his office at Indianapolis, Ind. The 
territory of L. L. Hyde, assistant general freight agent 
at Peoria, Ill., has been etxended to cover stations o 
the Lake Erie & Western main line from Peoria to, but 


Conse." 


the wishes of 


not including, Tipton, Ind. 
F. J. Shubert has been appointed general freight 
agent of the Rock Island lines, with headquarters 


Kansas City, Mo., vice R. G. Brown, appointed assistant 
general freight agent at Minneapolis, Minn. 

J. W. Hodgen has been named as traveling freight 
agent of the Evansville & Terre Haute, Evansville & I 
dianapolis and Evansville Belt railways, vice E. L. 
assigned to other duties. 

E. M. Fallon has appointed general 
the Baltimore & Texas Steamship Company, with 
quarters at Baltimore, Md. C. S. 
given a similar with the 
burg, Pa. 

G. M. Kridler appointed assistant gen 
freight agent of the Lake Shore & Michigan Souther 
Dunkirk, Allegheny Valley & and the Lal 
Erie, Alliance headquarté 
Cleveland, O. 

H. G@ lL. 
general freight 
and Zanesville 
at Toledo, O., 


Cort 


been 


agent 
Donley has bee! 
post 


same company at Pitt® 


has been 
Pittsburg; 
& Wheeling lines, with 
Campbell assista 
agent of 
& Western 
vice E. L. 


has been appointed 
the Toledo & Ohio Cent! 
railways, with headquarters 
Jamison, resigned. 


G. M. Weaver has been appointed assistant genera 
freight agent of the Michigan Central Railroad, wil 
headquarters at Detroit, Mich., vice C. C. Grigg 
signed to other duties. 

George Plumb and John T. White have succeeded 
G. W. Kanavel and C. A. Ryker as members of th 
Kansas Railroad Commission. Clifford Thorne has su 


ceeded W. L. Eaton as a member of the Iowa board. 

Brasch & Rothenstein have been appointed impol' 
agents of the Delaware, Lackawanna & Western Rail 
road, with New York offices at 32 Broadway. The title 
of William Heyman, export and import freight ager 
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of the Lackawanna, has been changed to that of foreign 
freight agent. Correspondence relating to solicitation, 
routing and general handling of import traffic should 
be’ addressed to Brasch & Rothenstein. 

Fred Smith has been appointed assistant general 
freight agent of the Rock Island Lines, with headquar- 
ters at Kansas City, Mo., viee F. J. Shubert, promoted. 

The position of coal freight agent of the Clover Leaf 
lines, formerly held by F. B. Townsend, who has re- 
signed to accept service with another company, has 
been abolished. Coal traffic will be handled by Freight 
Traffic Manager King. 

J. W. Newlean has been appointed general auditor 
of the Illinois Central Railroad and subsidiary lines. 


TO CONSIDER COAL RATES TO-DAY. 


Pittsburg, Pa., January 6.—A meeting of commercial 
and railroad interests to discuss the question of a re- 
adjustment of coal rates in this district is scheduled 
to take place under the auspices of the Chamber of 
Commerce to-morrow. It is understood that some of 
the shippers will contend that the present relationship 
is preferential to southern coals. It is contended that 
per ton per mile rates on Pittsburg coal to lake ports 
is double that applied on West Virginia fuel and that 
no consideration has been given to the fact that the 
return haul to the Pittsburg district is a loaded haul, 
while to the West Virginia fields 
transport empty cars. 


the carriers must 


‘ 


WOULD INCREASE CAPITAL STOCK. 

Albany, N. Y., December 30.—The public service com- 
mission, second district, has received a petition from the 
Syracuse Rapid Transit Railway company, asking for ap- 
proval of an increase of capital stock from $4,000,000 to 
$5,750,000. The increase is to be preferred stock of the 
same class and with the same rights and privileges and 
subject to the same restrictions as the present preferred 
stock. The company asks for an issue at this time of 
$1,660,000 to cover outstanding notes, $1,585,000 of which 
are owned by the New York State railways. The New 
York State railways has petitioned the commission for 
authority to acquire this $1,750,000 
stock. 


increased capital 


WANTS EXPRESS SERVICE AT NEW ROCHELLE. 

Albany, N. Y., January 6.—The Public Service Com- 
mission, Second District, has received a complaint from 
William Abbatt of New York City, asking that the New 
York, New Haven & Hartford Railroad Company be re- 
quired to stop its Boston express passenger trains at 
New Rochelle. 





WANTED 


Position as Traffic Manager with some 
Industrial Concern. Have had 15 years’ 
experience in handling tariffs, rates and 
claims. Can give good references from 
Traffic officials by whom I have been 
employed. 

“S. M. 28,’’ The Traffic World. 
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ARE YOU LOOKING 


FOR AN 


Experienced Traffic Man? - 


One who is an Expert in his line. 


Ifso, address H-21, The Traffic 


World, Chicago. 


POSITION WANTED 





Thoroughly competent, sober and 


industrious traffic man who is at present 
employed, wants position where his 
ability will be given larger scope. 
railroad and industrial experience and 
can handle big proposition. 


Has 


Traffic Man “F.,’’ The Traffic World, 


Chicago. 


Northwestern University 
School of Commerce 
Cor. Lake and Dearborn Streets, Chicago 


EVENING COURSES IN 


TRANSPORTATION 


(1) COURSE IN INTERSTATE COMMERCE LAW. 
Friday evenings, 7-9. Open to new members after 
February 6th, 1911. Close study and discussion 
of the Interstate Commerce cases and court de- 
cisions. 

(2) COURSE IN RAILROAD RATES AND RATE- 
MAKING. Tuesday evenings, 7-9. Class may be 
entered now by special arrangement—new term 
begins February 6th, 1911. An experienced tariff 
and traffic man explains and leads the discussion 
of classification, territorial divisions, and problems 
in rate-making. 

(3) COURSE IN THE LAW OF LOSS AND DAM- 
AGE CLAIMS. Wednesday evenings, 7-9. New 
term February 6th. Based on a study of decided 
cases, reports of which are used as text-books. 


Visitor’s ticket admitting to one 


FREE LECTURES. 
session of each class issued on request. Special bulletins 
describing the courses in detail mailed free. 

AN OPPORTUNITY for men employed during the day 
to gain a scientific knowledge of traffic and transportation 
by systematic, thorough study. 

TUITION: Single course of 16 weeks, $15; two courses, 
$25; three courses, $35. 

OTHER COURSES offered are: Finance, Stocks, Bonds 
and Investments, Commercial Law, Accounting, Re- 
sources, Economics, Advertising, Languages. 
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The Daily Traffic World 


SeHE TRAFFIC WORLD in its ‘‘ Daily Washing- 
% ton Digest” is supplying a new feature in 
journalism contributing to the convenience and 
saving the time of the overcrowded business man, who 
wishes to be in analytical touch with those things at the 
national Capital having an intimate relation and effect on 


Commerce in all its forms. 


It is not contemplated that this private form of 
newspaper work will appealto the popular fancy in the 
way that magazine or many newspaper publications do, 
nor is it invading any similar field of publicity. Our 
digest is to give a reliable chronicle of the everyday 
happenings in Washington of sufficient importance to be 
of real money value to the man in responsible business 
life, who may care to know the interpretation of those 
who are here to study them for the purpose of forecasting 
their effect, and those also whose experience in their 


profession invites the readers’ confidence. 
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The Daily Traffic World 


Particular attention is given first to the opera- 
tions of the Interstate Commerce Commission, its rules 
and orders, and all public hearings of any cases coming 
under its supervision when held at the Capital. Arguments 
before and decisions of the United States Supreme Court 
are given special reports. The Department of Justice 
is also a matter of interest to us, to the extent of carefully 
following its course in the publicity of all those things the 
public can properly expect. The Court of Commerce, 
when the members are in session, will be one of the 


important phases of judicial life we will carefully cover. 


In line with our best judgment we will from time 
to time carry news of the various Government depart- 


ments in so far as we can determine their value to the 


public, and space permits. 


THE TRAFFIC SERVICE BUREAU 


WILLIAM B. BARR 
WILLIAM WOLFF SMITH 


Editors 
Washington, D. C., Jan. 6, 1911. 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 


















CATHCART TRANSFER 
& STORAGE CO. 


ATLANTA, GA. 





BALTIMORE TRANS- 


FER CO. 
Light & Lombard Sts. 
BALTIMORE, MD. 








GREANEY BROS. 
88 N. sth St. 


BROOKLYN, N. Y. 


INDIANAPOLIS, 


UNION TRANSFER & 
STORAGE CO. 


IND. 





OMAHA VAN & STOR- 
AGE CO. 


OMAHA, NEB. 








| ADAMS TRANSFER & 
STORAGE CO. 
228 W. 4th St. 


KANSAS CITY, 


MO. 








CALIFORNIA WARE- 
HOUSE CO. 


LOS ANGELES, 








CAL. 






















J. C. BUCKLES TRANS. 
Co. 


217-219 W. ad St. 
CINCINNATI, OHIO 


CLEVELAND STORAGE 
co. 


CLEVELAND, OHIO 





BUCKEYE TRANSFER & 
STORAGE CO. 


COLUMBUS, OHIO 





THE BENEDICT WARE- 
HOUSE & TRANS. CO. 
15th and Welton Sts. 
DENVER, COLO. 





COMMERCIAL WARE- 


HOUSE CO. 


LOS ANGELES, 


CAL. 








FER CO. 


| MEMPHIS, 


PATTERSON TRANS- 


TENN. 





F. A. WALSH & CO. 


MILWAUKEE, WIS. 








MINN. TRANS. & STOR- 


AGE CO. 
122 S. sth St. 
MINNEAPOLIS, MINN. 





| PHILADELPHIA WARE- 
HOUSE CO. 


| PHILADELPHIA, PA. 








PROVIDENCE WARE- 
HOUSE CO. 


PROVIDENCE, R. L 








THE COLORADO 
TRANSFER & STORAGE 


co. 
PUEBLO, COLO. 








BOWMAN TRANSFER §&. 
& W. CO. 
708 E. Main St. 
RICHMOND, VA. 











BROWN TRANS. & 
STORAGE CO. 
goo S. 6th St. 


ST. JOSEPH, MO. 








SEATTLE TRANSFER 
co. 


SEATTLE, WASH. 




















‘DENVER TRANSIT & 
WAREHOUSE CO. 


DENVER, COLO. 





E. 8. BELDEN & SONS 


HARTFORD, CONN. 

















co. 


NEW HAVEN, 


THE PECK & BISHOP 


CONN. 





WARWICK - THOMSON 
co. 


654-660 West 34th St. 
NEW YORK 





HARRISBURG TRANS- 
FER CO. 


Pennsylvania De 
HARRISBURG, 













PA. 





OKLA. 


SOUTHWEST TRANS. _ 
FER & STORAGE CO. 
OKLAHOMA CITY, 






GEORGIA LIGHTERAGE 
& TRANSFER CO. 


SAVANNAH, GA. 











AMERICAN STORAGE & 
MOVING CO. 


ST. LOUIS, MO. 








“THE TOLEDO WARE- 


HOUSE CO. 
1309-19 Lagrange Street. 
TOLEDO, OHIO 









Dire 
F 





BUFFAL< 


Co., 3 

facilit 
6 

phone 


HICAGO 













































































































Directory of Transfer Agents, Freight 
Forwarders, Warehousemen, Custom 
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House Brokers, etc. 


BINGHAMTON, N. Y. 


MERCHANTS’ 
PANY. Sto 
warding. The 


hs ge COM- 
transfer and for- 
achenbuah Company. 





BUFFALO, N. Y. 


‘ALO STORAGE & CARTING 
350-356 Seneca St. “Uns 





Roituties™ for handling, trans- 
ferring and f goods. Tele- 
phone No, 683. 

HICAGO, ILL. 

JUDSON a FORM ARLEN ING 
co., INC., ee Bidg. 
load tet to all ralitoads vat at 
Chicago without teams lL. orwarded at re- 
ments at re- 
duced 


d ates to sil principal westers 


MIDLAND by + gig & TRANS- 
and Ro 


FER CO., 434 Sts. Belt 
line warehousing and reshi with- 
out teams. ved or 
lake and reshi rail, L. C. L., at 
Chicago ce rate, 


G. W. SHELDON 
sae Import and 


and export f freight com 


DALLAS, TEX. 

W. M: EDWARDS, JR., 113 Austin St. 
ane La and forwarding 
agent; resh ; storage; ware- 
house. Sale ae teen consigned to 

our care will be delivered promptly. 


DETROIT, MICH. 


EB FERGUSON CO., LTD., foot of 
Fourth St. Authorized ts 
oS “a 1 cartage and sorwenaioa 

. eral ca 
special attention to carload distribu- 


THE ee or Co., 6th and 
Congress uthorized 


cartage 
agente fe for _ Wabash and Canadian 
Pacific soonest and for the Anchor 
Line steamers. Special attention rS 
to distribution of carload fre 
two or more ies. Merchan ie = 
livered as ordered. 


MIRA, N.Y. 


ELMIRA STORAGE & SUPPLY CO. 
General rarage, transferring and for- 
wardl Re ae teens to all 
ra‘lroa Prompt servi 





KANSAS CITY, MO. 
K. & M. STORAGE CoO., Ninth and 
Santa Fe Sts, 
"Track connection with all roads en- 
cuneate’ 
8 ored, distributed and re- 


Track capacity, eight cars a 
Low A. - -sae df prompt, sa 


service. 
Bonded in accordance with state laws. 


LOS ANGELES, CAL. 


Ls ANGELES = °. : 
distribution; consignments and car- 


loads our ty. Established 1885. 





LOUISVILLE, KY. 


LOUISVILLE PUBLIC VAEEOres 


} ace wag INC. Import .and 
ht and re- 


freig 
shipping gent, custom house brok- 
Bonded and free 





ST. LOUIS, MO. 


ASHLEY Bat a CO. Bonded 


and facili- 
ties. Cars F egee handled. Custom 
— en a Insurance 
BONDED EXPRESS & TRANSFER 
co. eg of bulk shipments, 
carloads or Consignments s0- 


licited. 


SALT LAKE CITY, UTAH. 


and distributing ag 
tribution our 





prompt. Estab 1872. 
SCRANTON, PA. 
MERCHANTS’ WAREHOUSE CO. 
waadien; talltona bias’ Tas Guaak. 
ngs. 
enbush €o., proprietors. 


SAVANNAH, GA. 


SAVANNAH WAREHOUSING’ CO. 
Wholesale distributors and manufac- 
turers’ agents. Modern bri 

and unexcelled tra 
representing manufacturers carry! 
goods at Savannah for supplying 
southern trade. Prompt attention 
given carload shipments for distribu- 
tion. Drayage. 


WILKESBARRE, PA. 


MERCHANTS’ WAREHOUSE CO. 
Storage, transfer and forwarding. The 
Quackenbush Ce. 


FOR THE 


Executive 
Legal 
Traffic 


OFFICIAL 


EITHER 


RAILROAD 


OR 
Industrial 

















Who Must Keep 
Up to the Minute 


The Daily 
Trafic World 


Samples on Request 


The Traffic Service Bureau 
126 Market St. 


CHICAGO 
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YOU DONT HAVE TO BE ALAWYER 


To Be a Successful Traffic Man, 
ie. a i 
You must be grounded in a knowledge of commerce law am 


Not, of course, the minute, technical knowledge of the traffic 
attorney, but a broad general understanding of the principles that are 
fundamental in the construction.and interpretation of our statutes govern- 
ing interstate commerce. Complex methods of doing business, methods | 
undreamed-of by our forefathers, have made necessary much legislation 
that the successful traffic man of to-day must know. 


It is this knowledge that is one of the distinguishing features between a 
traffic manager and ? chipping clerk. 


To give this broad knowledge of the law, this general but accurate 
survey of the entire field of commerce legislation, there is one work 
whose supremacy has never been disputed. That is 


“Hutchinson on Carriers” 


Since its first appearance it has been recognized as the one work 
authoritatively treating the entire field. It has been revised and brought 
thoroughly.down to date. The latest edition, the third, retains all the 
essential features of the previous. editions, but has been revised and 
enlarged to cover the many,.new developments since the appearance of 
the second edition. ee 


Don’t you think a work that has been able to hold the lead since 
1879 should be in your. business library? 


“Hutchinson on Carriers” is divided into fifteen chapters, contains 
1446 sections (1,000 of which have been revised or rewritten), deals with 
11,000 cases (6,000 of which have been added since the second edition) 
and 30,000 citations. a : “ 

3 Volumes, $18.00 net. 


The Traffic Service Bureau 


603-5 Westory Building 7 126 MARKET STREET 
Washington, D. C. Chicago, Ill. 
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